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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.

33

3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 

65

getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities

71

so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.

47

 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”

60

Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 

65

getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.

46

3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Executive Summary



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).

28

As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.

43

3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  

57

 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.

34

Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna

37

Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.

46

3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).

58

For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).

66

Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.

76

5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 

10

 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 

68

Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Chapter-1
Introduction and Background of the Study



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.

17

Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 

30

(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 

42

Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  

57

 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).

28

As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 

70

the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.

24

This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 

27

3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.

75

   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 

14

International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).

19

The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 

25

of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 

38

of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.

53 54

This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  

56

 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Chapter-2
Methodology of the Study

Table-2.1: Data collection methods
Nature of 

Data
Data collection

method
Data collection approach

Quantitative
&  
Qualitative

Desk
Review

Target documents: Research proposal, reports and relevant others documents,
Approach: To get adequate secondary information/data about the project
proposal, others survey report, different organization project report, government
data etc. Will be collected & reviewed.

Quantitative Questionnaire
Survey

Target group: rickshaw puller, transport workers and service man from digital
platform
Approach: A questionnaire survey will be carried out through semi-structured
questionnaire (or proposed ‘BILS/ILO’ direction) to capture the response from
project beneficiaries. The study will be carried out through face to the face
interview process.

Qualitative KII, FGD, and
Case Study

Target group: Representative from Government agencies, BILS, ILO, trade
union leaders, trader union members, Policy makers, City corporation
representatives and Executive member of digital platform apps.
Approach: KII, FGDs will be conducted with developed checklist and guideline.
For case studies, the most amazing and heart touching case stories will be
collected by using participatory methods and following all the essential research
ethics. 

Consultation
Meeting

Target group: ‘BILS/ILO’ senior study focal.
Approach: The study team will organize a meeting with the study focal for
preparation and requirements for data collection. 

Stakeholder 
Workshop

Target group: ‘BILS/ILO’ senior study focal and the different TU members.
Approach: The study team will organize a stakeholder workshop/meeting for
data validation.



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 

14

International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).

28

As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.

43

3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 

48

safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 

59

It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).

66

Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.

75

   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.

76

5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.

34

Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna

37

Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  

55

 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 

59

It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-2.3: Qualitative sample distribution
Tools Target group criteria Sample size Total

FGD

Trade union members (Paddle Rickshaw pullers) 1 4

Trade union members (Battery Rickshaw puller) 1

Trade union members (Bus transport) 1

Trade union members (Digital platform) 1

KII

ILO representative 1 7

BILS representative 1

BLF representative 1

UNIDO Bangladesh Representative 1

Representative of the Ministry of Labor and Employment 1

Policy maker 1

Representative of the Dhaka North city corporation 1

Case study
Survivor/affected persons from Rickshaw puller, Transport
worker and Digital platform worker)

3 4

Women ride driver (Car) 1

Meeting BILS/ILO representative and study focal 1 1

Consultation
meeting

Representatives from BILS, ILO, government agencies, TU
leaders, policymakers, academia, city corporations and
labour rights organizations

1 1

National
dissemination
seminar

Government agencies, international bodies like ILO, TUs,
policymakers, city corporations, digital platform executives,
etc.

1 1

Total 18 18



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 

16

1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 

50

toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 

62

well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.

22

The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 

13

Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 

25

of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  

55

 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.

43

3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The

44

primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 

50

toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).

64

4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 

70

the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Chapter-3
Results of Quantitative Study

Table-3.2: Type of transport worker
Type of 
transport

No. of 
worker

%

Paddle Rickshaw 64 16.7
Battery Rickshaw 63 16.4
Bus Driver 46 12.0
Bus Conductor 50 13.0
Leguna Driver 32 8.3
Uber CNG 64 16.7
Uber Motorcycle 65 16.9
Total 384 100.0

Table-3.1: Study locations in Dhaka City
Study location No. of worker %

Mirpur 128 33.3
Mohammadpur 91 23.7
Gabtoli 27 7.0
Sadarghat 24 6.3
Sayedabad 16 4.2
Badda 22 5.7
Jatrabari 16 4.2
Dhandmondi 15 3.9
Gulshan 12 3.1
Banani 5 1.3
Basabo 10 2.6
Uttra/ 
Abdullahpur

18 4.7

Total 384 100.0



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.

12

1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.3: Socio-economic characteristics of transport 
workers in Dhaka City

Characteristics Categories % Descriptive
statistics

Age (year) of
(N=384)

20-29 31.0 Mean = 36.2
Min. = 18
Max. = 70
S.D. = 10.86

30-39 32.3
40-49 23.7
50-60 13.0

Marital status
(N = 384)

Unmarried 13.8 -
Married 86.2

Educational status
(school year)
(N=384)

No education (0) 17.7 Mean = 6.2
Min. = 0
Max. = 20
S.D. = 4.30

Primary (1-5) 32.0
Secondary (6-12) 37.8
Graduate (12+) 12.5

Whether living in
Dhaka
permanently
(N = 384)

Yes 84.1 -

No 15.9

Ownership of the
present home
(N = 384)

Self 10.2 -
Rent 89.8

Monthly house rent 
(Taka)
(N = 290)

Up to 4000 19.0 Mean = 6261.7
Min. = 1000
Max. = 22000
S.D. = 3246.7

4000-8000 53.4
8000 & more 27.6



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 

13

Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 

30

(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).

66

Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities

71

so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Permanent 
Division of the
Driver
(N = 27)

Dhaka 33.3 -
Chottogram 3.7
Khulna 3.7
Rajshahi 11.1
Barisal 3.7
Rangpur 18.5
Mymensingh 25.9

Place of stay in
Dhaka
(N = 61)

Garage/Car 36.7 -
Mess 50.0
Sub-let Room 13.3

Whether pay for
residence
(N = 61)

No 26.2 -

Yes 73.8

Monthly Family
Income (Taka)

Up to 20000 27.7 Mean = 26583.7
Min. = 1500
Max. = 100000
S.D. = 13699.37

20000-30000 35.9
30000+ 36.4

Economic solvency
of the family

Surplus 19.4 -
Balanced 38.7
Deficit 41.9

Table-3.3: Socio-economic characteristics of transport 
workers in Dhaka City



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.

34

Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 

38

of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.4: Duration (year) of 
involvement in present occupation

Duration (year) % Cum. %
<5 29.4 29.4

5-10 22.7 52.1
10-15 14.6 66.7
15-20 11.2 77.9
20-25 8.1 85.9

25 & more 14.1 100.0
Total (N=384) 100.0 -

Mean = 11.8 Min. = 0.1 Max. = 40

Table-3.5: Nature of engagement 
in present occupation

Engagement nature %
Full-time 91.9
Part-time 5.0
Seasonal 1.3
Irregular/Optional 1.8
Total (N=3.84) 100.0

Table-3.6: Average workdays and total work hours in a week, and average
work hours per day informal transport sector workers by type of transport

Type of Driver Days of work 
in a week

Total work hours 
in a week

Average work 
hours per day

Paddle Rickshaw 6 70 10
Battery Rickshaw 7 71 10
Bus Driver 4 70 10
Bus Conductor 4 67 10
Leguna Driver 6 78 11
Uber CNG 7 72 10
Uber Motorcycle 6 66 9
Total 6 70 10



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).

28

As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 

29

3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 

35

impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.

49

Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.7: Ownership of transport by type of transport worker

Type of Driver
Ownership of the transport

TotalSelf Lease Salaried

Paddle Rickshaw 4.7% 95.3% 0.0% 100.0%
(64*)

Battery Rickshaw 27.0% 73.0% 0.0% 100.0%
(63*)

Bus Driver 4.3% 60.9% 34.8% 100.0%
(46)*

Bus Conductor 0.0% 88.0% 12.0% 100.0%
(50*)

Leguna Driver 3.1% 96.9% 0.0% 100.0%
(32*)

Uber CNG 1.6% 98.4% 0.0% 100.0%
(63*)

Uber Motorcycle 98.5% 1.5% 0.0% 100.0%
(65*)

Total 23.0%
(88*)

71.3%
(273*)

5.7%
(22*)

100.0%
(383**)

* No. of worker. ** 1 No response



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are

39

 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.

51

The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  

57

 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”

72

Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.8: Average daily income (Taka) of 
transport workers by type of transport

Type of transport Mean S. D.
Paddle Rickshaw 612.8 149.4
Battery Rickshaw 666.7 198.4
Bus Driver 1134.8 365.1
Bus Conductor 689.0 290.2
Leguna Driver 725.0 246.3
Uber CNG 757.7 163.5
Uber Motorcycle 794.8 298.0
Total 758.4 289.2

Table-3.9: Average daily income (BDT) by
ownership of transport

Ownership Mean S.D.
Self 797.0 299.260
Lease 726.0 256.164
Other (Salaried) 1009.0 463.844
Total 758.0 289.239



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.

12

1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 

40

Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 

48

safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.10: Awareness among transport workers about climate hazards in Dhaka City by transport type

Type of 
Driver

Awareness of the transport workers about climate hazards

Total Mean 
score

Aware of very high
climate hazards

( score: -20 to -11)

Aware of high
climate hazards

(Score: -10 to -6)

Aware of moderate
climate hazards
(Score: -5 to -1)

Not aware of any
climate hazards

(Score: 1-7)
Paddle
Rickshaw

3.1% 46.9% 43.8% 6.3% 100.0%
(64)

-5.3

Battery
Rickshaw

14.3% 41.3% 39.7% 4.8% 100.0%
(63)

-6.1

Bus
Driver

19.6% 58.7% 19.6% 2.2% 100.0%
(46)

-7.5

Bus
Conductor

2.0% 56.0% 38.0% 4.0% 100.0%
(50)

-5.7

Leguna
Driver

3.2% 32.3% 61.3% 3.2% 100.0%
(31)

-4.5

Uber 
CNG

11.1% 74.6% 14.3% 0.0% 100.0%
(63)

-7.5

Uber 
Motorcycle

24.6% 52.3% 21.5% 1.5% 100.0%
(65)

-8.1

Total 11.8%
(45*)

52.9%
(202*)

32.2%
(123*)

3.1%
(12*)

100.0%
(382**)

-6.5

* No. of worker. ** 2 no responses



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.

22

The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.

34

Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The

44

primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).

63

High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.11: Area wise mean score for awareness of transport workers in Dhaka City by transport type
Type of Driver Paddle

Rickshaw
Battery

Rickshaw
Bus

Driver
Bus

Conductor
Leguna
Driver

Uber 
CNG

Uber 
Motorcycle

Total

Temperature in summer season -1.91 -1.86 -1.85 -1.70 -1.69 -1.75 -1.86 -1.81
Duration of summer season -1.77 -1.52 -1.85 -1.78 -1.44 -1.92 -1.78 -1.74
Extent of air pollution or dust in air -1.11 -1.63 -1.48 -1.36 -1.78 -1.87 -1.95 -1.60
Duration of winter season -.89 -.94 -1.37 -1.10 -.91 -.94 -1.06 -1.02
Duration of rainy season -.78 .05 -1.37 -.76 -.94 -.95 -.60 -.72
Extent of waterlogging/flood -.08 -.83 .59 -.34 .34 -1.54 -1.03 -.52
Amount of rain during rainy season -.50 .16 -1.54 -1.02 -.63 -.48 .03 -.50
Number of thunderbolt .36 -.02 -.13 .92 .72 .43 -.75 .16
Number of cyclone/tornado .34 .08 1.54 1.32 .81 .70 -.02 .61
Temperature during winter season 1.03 .44 .00 .14 1.03 .86 .89 .64

Note: Range of score +2, with -2 indicates maximum awareness about adverse impacts while +2 indicates maximum awareness 
about favorable impacts of climate change.



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 

25

of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 

59

It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”

Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities

71

so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.12: Impact of climate change on the work and livelihood of the transport workers in Dhaka City
by transport type

Impacted at 
very high 

level
(Score: <22)

Impacted level
Total MeanImpacted at very

high level
(Score: <22)

Impacted at high
level

(Score:-21 to -15)

Impacted at 
medium level

(Score: -14 to -8)

Impacted
moderately

(Score: -7 to -1)
Paddle
Rickshaw

0.0% 48.4% 42.2% 9.4% 100.0%
(64)

-13.2

Battery
Rickshaw

3.2% 57.1% 27.0% 12.7% 100.0%
(63)

-14.8

Bus
Driver

10.9% 60.9% 26.1% 2.2% 100.0%
(46)

-16.2

Bus
Conductor

14.0% 44.0% 36.0% 6.0% 100.0%
(50)

-15.4

Leguna
Driver

0.0% 28.1% 65.6% 6.3% 100.0%
(32)

-12.5

Uber 
CNG

57.1% 27.0% 11.1% 4.8% 100.0%
(63)

-21.4

Uber 
Motorcycle

26.2% 36.9% 30.8% 6.2% 100.0%
(65)

-17.0

Total 17.5%
(67*)

43.6%
(212*)

31.9%
(77*)

7.0%
(27*)

100.0%
(383*)

-16.0

* Figures in parentheses indicate no. of worker.



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 

16

1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.

76

5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.13: Area wise mean impact score of climate change on the work and livelihood of the transport
workers in Dhaka City by transport type

Type of transport Paddle
Rickshaw

Battery
Rickshaw

Bus
Driver

Bus
Conductor

Leguna
Driver

Uber 
CNG

Uber 
Motorcycle

Total

Extent of living cost -1.98 -1.83 -1.96 -1.78 -2.00 -1.94 -1.95 -1.92
Sufferings in habitat during
summer heat

-1.42 -1.87 -1.83 -1.76 -1.50 -1.81 -1.60 -1.69

Cost of food during work -1.94 -.97 -1.85 -1.80 -1.97 -1.78 -1.48 -1.65
Cost of Vehicle Maintenance -1.47 -1.63 -1.50 -1.74 -1.03 -1.73 -1.63 -1.57
Extent of Weariness in due to
acute hot/rain/storm, etc.

-1.61 -1.21 -1.57 -1.64 -1.38 -1.67 -1.65 -1.54

Amount of Treatment Cost -1.42 -1.22 -1.78 -1.24 -1.47 -1.75 -1.62 -1.50
Trouble in transportation due to
flood/waterlog

-.98 -1.43 -1.65 -1.18 -1.06 -1.56 -1.03 -1.27

Extent of Traffic Jam or Road
Block

-.80 -1.51 -1.28 -1.04 -.72 -1.60 -1.11 -1.18

Number of Passenger -.84 -.06 -1.41 -1.54 -1.03 -1.48 -.72 -.97
Extent of illness during work -.75 -.71 -.91 -.60 -.47 -1.35 -1.05 -.87
Income from Occupation -.50 -.29 -1.30 -1.14 -1.06 -1.16 -.54 -.81
Extent of sickness of the family
members

-.41 -.86 -.57 -.50 -.50 -1.38 -.98 -.78

State of Employment Security -.22 -1.05 -.15 -.40 -.38 -1.29 -.72 -.64
Number of Road Accident .13 -.48 .17 .34 .47 -.40 -.83 -.16
State of Daily Working Hours .13 .35 -.07 -.28 .94 -1.06 -.32 -.12
Sufferings in habitat during winter .92 .03 1.41 .92 .69 .60 .23 .64
Note: Range of score +2, with -2 indicates maximum adverse impacts while +2 indicates favorable impacts of climate 

change.



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 

32

summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 

59

It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.

12

1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 

30

(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.

33

3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.14: Whether the transport workers 
changed occupation

Transport 
type

Occupation change Total
No Yes

Paddle
Rickshaw

35.9% 64.1% 100.0%
(64)

Battery
Rickshaw

23.8% 76.2% 100.0%
(63)

Bus Driver 84.8% 15.2% 100.0%
(46)

Bus
Conductor

64.0% 36.0% 100.0%
(50)

Leguna
Driver

56.3% 43.8% 100.0%
(32)

Uber CNG 59.4% 40.6% 100.0%
(64)

Uber 
Motorcycle

35.4% 64.6% 100.0%
(65)

Total 49.0%
(188)

51.0%
(196)

100.0%
(384)

Note: Figures in parentheses indicate no. of worker.



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 

26

Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.

36

Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 

70

the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.15: Place of previous work
Transport 

type
Place of previous work Total

Village Dhaka Gazipur
Paddle
Rickshaw

58.5% 34.1% 7.3% 100.0%
(41)

Battery
Rickshaw

20.8% 64.6% 14.6% 100.0%
(48)

Bus Driver 28.6% 71.4% 0.0% 100.0%
(7)

Bus
Conductor

11.1% 77.8% 11.1% 100.0%
(18)

Leguna
Driver

6.7% 73.3% 20.0% 100.0%
(15)

Uber CNG 15.4% 69.2% 15.4% 100.0%
(26)

Uber 
Motorcycle

7.0% 83.7% 9.3% 100.0%
(43)

Total 23.2%
(46)

65.2%
(129)

11.6%
(23)

100.0%
(198)

Note: Figures in parentheses indicate no. of worker.

Table-3.16: Previous occupation of the transport workers
Previous
occupation

Paddle
Rickshaw

Battery
Rickshaw

Bus
Driver

Bus
Conductor

Leguna
Driver

Uber 
CNG

Uber 
Motorcycle

Total

Petty Business 19.50% 18.80% 28.60% 22.20% 0.00% 0.00% 25.60% 17.20%
(34)

Day Labor 29.30% 2.10% 0.00% 5.60% 46.70% 3.80% 0.00% 11.10%
(22)

Garment worker 7.30% 12.50% 14.30% 5.60% 13.30% 15.40% 4.70% 9.60%
(19)

Job Holder 2.40% 12.50% 0.00% 16.70% 6.70% 11.50% 46.50% 17.20%
(34)

Weaver, Cook,
Rickshaw puller, 
Tailor, barbar, etc.

36.60% 18.80% 42.90% 16.70% 0.00% 26.90% 2.30% 19.20%
(38)

Workshop
mechanic

0.00% 2.10% 14.30% 27.80% 20.00% 11.50% 7.00% 8.10%
(16)

Driver (Car/CNG/
Leguna/ Truck)

4.90% 22.90% 0.00% 5.60% 13.30% 26.90% 7.00% 13.10%
(26)

Photographer 0.00% 10.40% 0.00% 0.00% 0.00% 3.80% 7.00% 4.50%
(9)

Total 100.00%
(41)

100.00%
(48)

100.00%
(7)

100.00%
(18)

100.00%
(15)

100.00%
(26)

100.00%
(43)

100.00%
(198)

* Figures in parentheses indicate no. of worker.



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 

10

 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw

15

 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   

67

 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.17: Reasons of occupational change
(Multiple response)

Reasons of occupation change %
(N=198)

Low salary / low income 48.0%
Lack of work or job security 14.6%
Job loss / No work 14.1%
Loss in business 10.1%
Natural calamities (flood, drought, cyclone) 7.6%
Extreme hot temperature 6.6%
Excessive laborious 6.1%
High health risk 5.5%
Getting into debt to others 2.5%
Accident 2.0%
Not enjoy working under someone 2.0%
Extreme work pressure 1.5%
Shut down the office 1.0%
Others 1.0%



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  

57

 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”

60

Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   

67

 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.18: Measures taken against impacts of climate change

Transport type
Measures taken

TotalNot taken Taken
Paddle Rickshaw 50.0% 50.0% 100.0% (64)
Battery Rickshaw 17.5% 82.5% 100.0% (63)
Bus Driver 45.7% 54.3% 100.0% (46)
Bus Conductor 72.0% 28.0% 100.0% (50)
Leguna Driver 62.5% 37.5% 100.0% (32)
Uber CNG 6.3% 93.8% 100.0% (64)
Uber Motorcycle 10.8% 89.2% 100.0% (65)

Total 34.1% (131) 65.9% (253) 100.0% (384)

Table-3.19: Measures taken by the transport workers to protect from climate hazards
(Multiple response)

Measures taken to protect
from climate hazards

Transport type Total
(N=253)Paddle

Rickshaw
Battery

Rickshaw
Bus

Driver
Bus

Conductor
Leguna
Driver

Uber 
CNG

Uber 
Motorcycle

Change work time in the day 14.6% 15.6% 6.3% 2.1% 4.2% 27.1% 30.2% 37.9%
Reduce work hour / trip 15.0% 11.2% 11.2% 4.8% 4.3% 29.4% 24.1% 73.9%
Take rest frequently at job 23.6% 21.8% 0.0% 4.5% 7.3% 15.5% 27.3% 43.5%
Use protective gears
(umbrella, dress, etc.)

5.2% 35.4% 0.0% 4.2% 0.0% 12.5% 42.7% 37.9%

Drink water/ juice frequently 0.0% 54.5% 18.2% 27.3% 0.0% 0.0% 0.0% 4.3%
Remains in house 0.0% 75.0% 0.0% 0.0% 0.0% 0.0% 25.0% 1.6%



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 

40

Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.

41

The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”

Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.20: Whether buy protective equipment (umbrella,
raincoat, hat, medicine) to face extreme weather

Transport type Whether buy TotalNo Yes
Paddle Rickshaw 32.8% 67.2% 100.0%
Battery Rickshaw 22.2% 77.8% 100.0%
Bus Driver 30.4% 69.6% 100.0%
Bus Conductor 66.0% 34.0% 100.0%
Leguna Driver 28.1% 71.9% 100.0%
Uber CNG 12.5% 87.5% 100.0%
Uber Motorcycle 10.8% 89.2% 100.0%
Total 28.3% 71.7% 100.0%

Table-3.21: Protective equipment used to safeguard from adverse impact of climate change
(Multiple response)

Protective equipment Paddle
Rickshaw

Battery
Rickshaw

Bus
Driver

Bus
Conductor

Leguna
Driver

Uber 
CNG

Uber 
Motorcycle

Total
(N=245)

Raincoat 62.8% 83.7% 0.0% 0.0% 17.4% 17.4% 87.9% 51.8%
Medicine 48.8% 20.4% 25.0% 35.3% 95.7% 52.2% 37.9% 41.2%
Saline water 32.6% 10.2% 68.8% 58.8% 73.9% 39.1% 15.5% 35.1%
Polythene/curtain 46.5% 53.1% 0.0% 0.0% 17.4% 8.7% 3.4% 22.0%
Cold water 16.3% 0.0% 78.1% 58.8% 4.3% 21.7% 3.4% 20.4%
Umbrella 2.3% 36.7% 12.5% 11.8% 21.7% 21.7% 24.1% 20.0%
Hat/ cap/ helmet 58.1% 28.6% 0.0% 0.0% 4.3% 8.7% 8.6% 19.2%
Gloves 0.0% 0.0% 0.0% 0.0% 0.0% 21.7% 25.9% 8.2%
Towel 30.2% 0.0% 0.0% 0.0% 13.0% 0.0% 1.7% 6.9%
Jacket/ chest rist 0.0% 0.0% 0.0% 0.0% 0.0% 13.0% 22.4% 6.5%
Other (Fruits, juice, food, 
dress, spectacles, etc. 0.0% 2.0% 6.3% 5.9% 0.0% 0.0% 0.0% 3.2%

Total 43 49 32 17 23 23 58 245



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.

75

   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.22: Average annual cost (BDT) for protective measures by transport type
Type of 
Driver

Paddle
Rickshaw

Battery
Rickshaw Bus Driver Bus

Conductor
Leguna
Driver Uber CNG Uber 

Motorcycle Total

Mean 2216.28 2257.14 22371.88 15129.41 2586.96 40276.19 3520.69 11872.35
S.D. 1212.029 1753.211 15683.466 14427.914 949.308 44603.264 3131.154 23518.607

Table-3.23: Whether require change of vehicle parts due to 
the impact of climate change

Transport type Change of parts TotalNo Yes
Paddle Rickshaw 18.8% 81.3% 100.0% (64)
Battery Rickshaw 4.8% 95.2% 100.0% (63)
Bus Driver 39.1% 60.9% 100.0% (46)
Bus Conductor 34.0% 66.0% 100.0% (50)
Leguna Driver 34.4% 65.6% 100.0% (32)
Uber CNG 8.3% 91.7% 100.0% (48)
Uber Motorcycle 6.2% 93.8% 100.0% (65)
Total 18.8% (69) 81.3% (299) 100.0% (368)
* Figures in parentheses indicate no. of worker.



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 

32

summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.

41

The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.

52

3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”

60

Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”

72

Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).

73

Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.

76

5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.24: Average annual cost for bringing 
change of vehicle parts

Type of Driver Mean S.D.
Paddle Rickshaw 5490.38 3373.034
Battery Rickshaw 19175.00 13305.034
Bus Driver 67578.57 91852.298
Bus Conductor 141109.09 123468.286
Leguna Driver 11119.05 3308.719
Uber CNG 37836.36 29166.930
Uber Motorcycle 16408.20 14971.654
Total 36401.34 65315.330

Table-3.25: Concern about job in the face of climate change

Type of Driver
Concern about job security

TotalNot
concerned

More or less
concerned

Very much
concerned

Paddle Rickshaw 28.1% 31.3% 40.6% 100.0% (64)
Battery Rickshaw 44.4% 39.7% 15.9% 100.0% (63)
Bus Driver 34.8% 37.0% 28.3% 100.0% (46)
Bus Conductor 32.0% 16.0% 52.0% 100.0% (50)
Leguna Driver 21.9% 34.4% 43.8% 100.0% (32)
Uber CNG 12.5% 48.4% 39.1% 100.0% (64)
Uber Motorcycle 6.2% 36.9% 56.9% 100.0% (65)

Total 25.3% (97) 35.4%(136) 39.3% (151) 100.0% (384)
* Figures in parentheses indicate no. of worker.



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.

31

3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The

44

primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.

46

3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.26: Whether to continue present job in the face
of climate change

Type of Driver Continue TotalYes, no way No
Paddle Rickshaw 84.4% 15.6% 100.0% (64)
Battery Rickshaw 66.7% 33.3% 100.0% (63)
Bus Driver 89.1% 10.9% 100.0% (46)
Bus Conductor 80.0% 20.0% 100.0% (50)
Leguna Driver 83.9% 16.1% 100.0% (31)
Uber CNG 90.6% 9.4% 100.0% (64)
Uber Motorcycle 47.7% 52.3% 100.0% (65)
Total 76.2% (292) 23.8% (91) 100.0% (383)

Table-3.27: Whether transport workers have any formal
skill training

Transport type Formal skill training TotalNo Yes
Paddle Rickshaw 100.0% 0.0% 100.0% (64)
Battery Rickshaw 90.5% 9.5% 100.0% (63)
Bus Driver 89.1% 10.9% 100.0% (46)
Bus Conductor 98.0% 2.0% 100.0% (50)
Leguna Driver 100.0% 0.0% 100.0% (32)
Uber CNG 100.0% 0.0% 100.0% (64)
Uber Motorcycle 80.0% 20.0% 100.0% (65)

Total 93.5% (359) 6.5% (25) 100.0% (384)
* Figures in parentheses indicate no. of worker.



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 

14

International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 

25

of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.

36

Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 

42

Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).

66

Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).

73

Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.28: Whether know any program taken by govt./NGO to help
transport workers to face the adverse effect of climate change

Transport type
Whether any program taken 

by govt./NGO Total
No Yes

Paddle Rickshaw 89.1% 10.9% 100.0% (64)
Battery Rickshaw 100.0% 0.0% 100.0% (63)
Bus Driver 100.0% 0.0% 100.0% (46)
Bus Conductor 100.0% 0.0% 100.0% (50)
Leguna Driver 75.0% 25.0% 100.0% (32)
Uber CNG 100.0% 0.0% 100.0% (64)
Uber Motorcycle 95.4% 4.6% 100.0% (65)
Total 95.3% (366) 4.7% (18) 100.0% (384)
* Figures in parentheses indicate no. of worker.

Table-3.29: Type of of program heard about
(Multiple response)

Programs %
Donation 61.1%
Embankment construction 33.3%
Tree plantation 33.3%
Emergency food assistance 50.0%
Shelter / housing program 11.1%
Awareness program 5.6%
Total (N=18) 100.0%

Table-3.30: Assistance needed to address climate change hazards
(Multiple response)

Assistance %
(N=384)

Subvention/financial support 79.8%
Developed infrastructure 41.6%
Obtainable treatment 37.3%
Loan/debt for capacitating the vehicle to climate sustained 33.5%
Adaptive training to climate change 31.8%



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).

63

High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   

67

 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.30: Assistance needed to address climate change hazards
(Multiple response)

Necessary food assistance 5.2%
Ensuring job/work security 2.6%
Raincoat/umbrella 1.4%
Creating alternative job opportunity 1.2%
Provide shade by planting trees along the road 1.2%
Providing rickshaw .9%
Provision of safe house .6%
Creating opportunity to become self-sufficient by giving livestock .3%
Providing training to become self-sufficient .3%
Adequate restroom .3%

Table-3.31: Whether received any help from any organizations
to address the adverse effects of climate change

Type of transport Assistance received or not TotalNo Yes
Paddle Rickshaw 76.6% 23.4% 100.0% (64)
Battery Rickshaw 98.4% 1.6% 100.0% (63)
Bus Driver 97.8% 2.2% 100.0% (46)
Bus Conductor 100.0% 0.0% 100.0% (50)
Leguna Driver 81.3% 18.8% 100.0% (32)
Uber CNG 100.0% 0.0% 100.0% (64)
Uber Motorcycle 100.0% 0.0% 100.0% (65)
Total 94.0% (361) 6.0% (23) 100.0% (384)
* Figures in parentheses indicate no. of worker.

Table-3.32: Place of help received
Place %
Government Fund 39.2%
Personal Assistance 39.2%
Forgot the Name 13.0%
Car owner 4.3%
NGO 4.3%
Total (N=23) 100.0%



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?

18

This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).

19

The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.

43

3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).

73

Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.33: Whether heard about ‘climate change’
Transport type Whether heard the term 

climate change
Total

No Yes

Paddle Rickshaw 59.4% 40.6% 100.0% (64)
Battery Rickshaw 76.2% 23.8% 100.0% (63)
Bus Driver 71.7% 28.3% 100.0% (46)
Bus Conductor 78.0% 22.0% 100.0% (50)
Leguna Driver 59.4% 40.6% 100.0% (32)
Uber CNG 90.6% 9.4% 100.0% (64)
Uber Motorcycle 33.8% 66.2% 100.0% (65)

Total 66.9% (257) 33.1% (127) 100.0% (384)

Table-3.34: Source of hearing the
term ‘climate Change’

Source of knowledge %
General Peoples voice
and discussion

22.4%

TV / Mobile 56.8%
School / College 22.4%
Tea Stall 1.6%
Newspaper 1.6%
USAID .8%
Social Media 4.8%
Total (N=127) 100.0



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 

14

International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).

28

As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.

31

3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.

49

Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.

53 54

This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 

59

It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.35: Whether heard about “green development”

Transport type
Whether heard the term 

‘green development’ Total
No Yes

Paddle Rickshaw 96.9% 3.1% 100.0% (64)
Battery Rickshaw 98.4% 1.6% 100.0% (63)
Bus Driver 93.5% 6.5% 100.0% (46
Bus Conductor 96.0% 4.0% 100.0% (50)
Leguna Driver 93.8% 6.3% 100.0% (32)
Uber CNG 95.3% 4.7% 100.0% (64)
Uber Motorcycle 75.4% 24.6% 100.0% (65)
Total 92.4% (355) 7.6% (29) 100.0% (384)

* Figures in parentheses indicate no. of worker.

Table-3.36: Source of hearing the
term ”climate Change”

Source of knowledge %
School and College 35.7%
TV / Mobile phone 64.3%
Newspaper 10.7%
Poster 7.1%
Social Media ex. 
Facebook 7.1%

Total (N=29) 100.0%



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”

Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 

59

It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities

71

so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.37: Transport workers, knowledge about labor 
right

Transport type Know about labor rights Total
No Yes

Paddle Rickshaw 62.5% 37.5% 100.0% (64)
Battery Rickshaw 28.6% 71.4% 100.0% (63)
Bus Driver 78.3% 21.7% 100.0% (46)
Bus Conductor 32.0% 68.0% 100.0% (50)
Leguna Driver 50.0% 50.0% 100.0% (32)
Uber CNG 70.3% 29.7% 100.0% (64)
Uber Motorcycle 15.4% 84.6% 100.0% (65)
Total 47.1% (181) 52.9% (203) 100.0% (384)

* Figures in parentheses indicate no. of worker.

Table-3.38: Labor rights transport workers aware
(Multiple response)

Labor rights %
Right of decent wage 51.2%
Right of safe working place 50.7%
Right of employment and work security 45.8%
Right of social security 37.4%
Right of treatment 27.6%
Right of trade union 10.8%
Right of getting food 1.5%
Taking under pension scheme 1.5%
Legal aid 1.5%
One time assistance case of 
emergency

1.5%

Right to fair speech .5%
Right to security .5%
Total (N=203) 100.0%



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 

16

1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.

33

3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The

44

primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.39: Whether know about any TU/organization in
respondent’s job sector

Transport type Whether know TotalDo not know Know
Paddle Rickshaw 90.6% 9.4% 100.0% (64)
attery Rickshaw 90.5% 9.5% 100.0% 63

Bus Driver 56.5% 43.5% 100.0% (46)
Bus Conductor 66.0% 34.0% 100.0% (50)
Leguna Driver 75.0% 25.0% 100.0% (32)
Uber CNG 93.8% 6.3% 100.0% (64)
Uber Motorcycle 92.3% 7.7% 100.0% (65)
Total 82.8% (318) 17.2% (66) 100.0% (384)

* Figures in parentheses indicate no. of worker.

Table-3.40: Whether transport workers member of any
TU/organization

Transport type Whether any TU TotalNo Yes
Paddle Rickshaw 50.0% 50.0% 100.0% (6)
Battery Rickshaw 16.7% 83.3% 100.0% (6)
Bus Driver 50.0% 50.0% 100.0% (20)
Bus Conductor 64.7% 35.3% 100.0% (17)
Leguna Driver 100.0% 0.0% 100.0% (8)
Uber CNG 25.0% 75.0% 100.0% (4)
Uber Motorcycle 100.0% 0.0% 100.0% (5)
Total 59.1% (39) 40.9% (27) 100.0% (66)
* Figures in parentheses indicate no. of worker.



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).

63

High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 

4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.41: Name of the organization respondent
being a member

Name of TU/organization %
Not member 93.0
Mirpur Road Transport Labor Union 1.6
Rickshaw Malik Samity 1.0
Sramik Federation .8
Auto Rickshaw Malik Samity .3
Auto Sramik Andolon .3
Dhaka District Sramik Union .5
Dhaka District CNG & Mishuk Driver Union .3
Dhaka District Mini Bus Sramik Union .3
Dhaka District Truck, Coverd Van Sramik Union .3
Dhaka Inter-City Labor Unioon .3
Dhaka Zela Janbahon Sramik Union .3
Ganojagoron .3
Gazipur Road Transport Labor Union .3
Jagoron Protibondhi Kallayan Songstha .3
Malik Samity CNG Federation .3
Sramik Union .3
Total (N=27) 100.0

Table-3.42: Programs of the TU/organization 
transport workers have membership

Programs of TU/organization %
Overlook the hassles created by
law enforcement force

66.7%

Assistance to member in danger 66.7%
Help to predicate the documents 22.2%
Savings and Loan 18.5%
Help in extreme hot or winter 3.7%
Discussion with opportunities as
well as challenge

7.4%

Nothing to do 14.8%
Donation 3.7%
Assistance to the persons with
differently able

3.7%

Total (N=27) 100.0



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 

10

 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   

67

 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).

73

Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.43: Programs suggested by transport workers to be taken by
TUs to address the climate change hazards

Programs suggested %
Providing financial assistance during natural calamities as as when
we have no job / work

50.4

Ensured proper treatment 16.8
Providing legal Aid 16.8
Assist the members by providing loan with low interest 13.9
Work for ensuring rights 10.2
Distribution of protective equipment like Winter clothes, Raincoat.
Umbrella, etc.

8.2

Awareness program about climate change among the members 7.4
To create pressure to construct parking, Toilet, washroom ,so on 6.6
Providing proper training to cope with the climate change impacts 6.6
To get job security 4.5
Tree plantation on behalf of the Union 4.5
Ensure the protection 3.7
Trade union will do nothing but all cheats, No trust 3.3
Assistance to fix the major trouble of the vehicle due to accident 2.0
Keep low rent during natural calamities 2.5
Clean the Road and Drain 1.2
Taking initiatives to reduce smoke from vehicles ex. create
pressure to increase fitness the vehicle

.8

To register the Laborers with their distinct ID Card .8%
Ensure transparency to distribute the donation .4%
Total (N=244) 160.7%



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 

10

 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.

78

ADB. 2021. Just Transition Beyond the Energy Sector. Can be accessed from 
 https://www.adb.org/sites/default/files/publication/746406/adbbrief-
 195-just-transition-beyond-energy-sector.pdf
Elgin, C., M. A. Kose, F. Ohnsorge, and S. Yu. 2021. “Understanding Informality.” 
 CERP Discussion Paper 16497, Centre for Economic Policy Research, 
 London. Available at: https://www.worldbank.org/en/research/brief/informal
 -economy-database
Germanwatch. (2021). Global climate risk index 2021: Who suffers most from 
 extreme weather events? Weather-related loss events in 2019 and 
 2000-2019. Germanwatch E.V. https://www.germanwatch.org/en/cri
Hayward, G., & Ayeb-Karlsson, S. 2021. Seeing with Empty Eyes’: a systems 
 approach to understand climate change and mental health in Bangladesh. 

Climatic Change 165, 29 (2021). https://doi.org/10.1007/s10584-021-03053-9 
Hosen, A. 2020. In Bangladesh, “workers are not responsible for climate change but 
 we are the ones losing everything because of it”. Equal Times. Can be 
 accessed from https://www.equaltimes.org/in-bangladesh-workers-arenot?
 lang=en#.Ybc88tMza3K 
https://www.ilo.org/resource/news/more-60-cent-worlds-employed-population
 -are-informal-economy
ILO. 2015. Guidelines for a just transition towards environmentally sustainable 
 economies and societies for all. Can be accessed from https://www.ilo.
 org/wcmsp5/groups/public/--- ed_emp/---emp_ent/documents/publication/
 wcms_432859.pdf 
ILO. 2022. The United States joins the Climate Action for Jobs Initiative.
 https://www.ilo.org/global/topics/greenjobs/news/WCMS_842101/lang
 --en/index.htm 
International Monetary Fund (2020). What is the Informal Economy”. Finance & 
 Development, International Monetary Fund. Available at: 
 https://www.imf.org/en/Publications/fandd/issues/2020/12/what-is-the-
 informal-economy-basics
IPCC, 2021: Summary for Policymakers. In: Climate Change 2021: The Physical 
 Science Basis. Contribution of Working Group I to the Sixth Assessment 
 Report of the Intergovernmental Panel on Climate Change. Cambridge   
 University Press. Can be accessed from https://www.ipcc.ch/re
 port/ar6/wg1/downloads/report/IPCC_AR6_W GI_Full_Report.pdf 
Paris Agreement. 2015. Adoption of the Paris Agreement. Can be accessed from 
 https://unfccc.int/sites/default/files/english_paris_agreement.pdf 

79

Rahman, Md. M., Bodrud-Doza, M., Shammi, M. Islam, A. R., & Khan, A. S. 2021. 
 COVID-19 pandemic, dengue epidemic, and climate change vulnerability in 
 Bangladesh: Scenario assessment for strategic management and policy 
 implications. doi: 10.1016/j.envres.2020.110303 Can be accessed from 
 https://www.ncbi.nlm.nih.gov/pmc/articles/PMC7561529/
Rashid, S. R. 2020. THE INTERSECTION OF CLIMATE CHANGE, MIGRATION 
 AND CHANGING ECONOMY. Can be accessed from https://www.solidarit
 ycenter.org/wpcontent/uploads/2020/07/Bangladesh.Report.
 The-Intersection-ofClimate-Change-Migration-and-Changing-Economy.
 -June-2020.pdf
TUC. 2016. Building support for just transition in Bangladesh. Can be accessed from
 https://www.tuc.org.uk/researchanalysis/reports/building-support-just-
 transition-bangladesh
UNFCCC. 2018. Solidarity and Just Transition Silesia Declaration. Can be accessed from
 https://www.ioeemp.org/index.php?eID=dumpFile&t=f&f=134978&token
 =91237abd5 b4e38c1e7c2e4364b2b8e7095d8e0fd
UNFCCC. 2020. Just Transition of the Workforce, and the Creation of Decent Work 
 and Quality Jobs. Can be accessed from https://unfccc.int/sites/default/
 files/resource/Just%20transition.pdf. 
UKCOP26. 2021. Supporting the conditions for a Just Transition. Can be accessed from
 https://ukcop26.org/supporting-theconditions-for-a-just-transition-
 internationally/

80 81 82 83 84 85 86 87

88 89 90 91 92 93 94 95

96 97 99 100

Table-3.44: Whether had discussion about climate hazards
with anyone

Transport type Whether had discussion Total
No Yes

Paddle Rickshaw 75.0% 25.0% 100.0% (64)
Battery Rickshaw 95.2% 4.8% 100.0% (63)
Bus Driver 95.7% 4.3% 100.0% (46)
Bus Conductor 92.0% 8.0% 100.0% (50)
Leguna Driver 78.1% 21.9% 100.0% (32)
Uber CNG 65.6% 34.4% 100.0% (64)
Uber Motorcycle 83.1% 16.9% 100.0% (65)
Total 83.1% (319) 16.9% (65) 100.0% (384)

* Figures in parentheses indicate no. of worker.

Table-3.45: Persons discussed with
(Multiple response)

Person %
Family Members 23.1
Friends / colleague 81.5
Neighbor 3.1
Car authority / malik Samity 4.6
Total (N=65) 100.0

Table-3.46: Subject of discussion
Subject of discussion %
Extreme weather, cyclone, flood, 
drought and so on.

90.4

Deforestation /tree plantation 3.8
Asking help during any type of
accidents

1.9

Day laborers are adversely affected by
extreme weather, reduced their income

1.9

Total (N=65) 100.0



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The

44

primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Table-3.47: Measures need to be taken to reduce the impact of climate change
(Multiple response)

Measures %
Road renovation or development 33.60
Tree plantation along the road side, wasteland 28.60
Taking effective measure to eliminate waterlogging 21.10
Providing the protective equipment like Umbrella, Raincoat, saline, etc. 20.50
Providing free pure drinking water and food on street 19.60
Financial donation 19.00
Providing affordable and good treatment at the time of bad time 14.90
Construction of restrooms and provision of safe shelters during disasters 11.00
Financial supports during illness or job less 6.30
Creating awareness of not harming the environment rather developing
the environment

6.30

Developed the Drainage system 5.70
Provision of adequate public toilets 4.50
Dredging the river, cannel as well as prevention of cannel and fiver filling 3.90
Proper Govt. initiatives to control natural calamities and pollution 3.60
Sprinkle water on the road to reduce dust 3.30
Construction the parking lot 3.00
Take proper measures to lead a better life for us 2.70
Ensure job security or other job sectors 2.70



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.

31

3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The

44

primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.

52

3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).

73

Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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donate free the Bike, Rickshaw 2.40
Introduction of eco-friendly vehicles 2.40
Distribution of Clothes 1.80
Introduction of Ration card, housing. health card . 1.80
No littering anywhere 1.50
Decrease the number of car from the road 0.90
Dam Construction 0.60
Total (N=336) 100.0

Table-3.47: Measures need to be taken to reduce the impact of climate change
(Multiple response)



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 

11

 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 

14

International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 

40

Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.

76

5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.

77

   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Chapter-4
Results Derived through Qualitative Study



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 

23

relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.

49

Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  

57

 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 

10

 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.

12

1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.

24

This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna

37

Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 

70

the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 

13

Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.

24

This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.

34

Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).

63

High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 

38

of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.

49

Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 

61

Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.

34

Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 

42

Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.

51

The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 

65

getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 

69

other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.

31

3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna

37

Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).

73

Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 

10

 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are

39

 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.

51

The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”

60

Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.

78

ADB. 2021. Just Transition Beyond the Energy Sector. Can be accessed from 
 https://www.adb.org/sites/default/files/publication/746406/adbbrief-
 195-just-transition-beyond-energy-sector.pdf
Elgin, C., M. A. Kose, F. Ohnsorge, and S. Yu. 2021. “Understanding Informality.” 
 CERP Discussion Paper 16497, Centre for Economic Policy Research, 
 London. Available at: https://www.worldbank.org/en/research/brief/informal
 -economy-database
Germanwatch. (2021). Global climate risk index 2021: Who suffers most from 
 extreme weather events? Weather-related loss events in 2019 and 
 2000-2019. Germanwatch E.V. https://www.germanwatch.org/en/cri
Hayward, G., & Ayeb-Karlsson, S. 2021. Seeing with Empty Eyes’: a systems 
 approach to understand climate change and mental health in Bangladesh. 

Climatic Change 165, 29 (2021). https://doi.org/10.1007/s10584-021-03053-9 
Hosen, A. 2020. In Bangladesh, “workers are not responsible for climate change but 
 we are the ones losing everything because of it”. Equal Times. Can be 
 accessed from https://www.equaltimes.org/in-bangladesh-workers-arenot?
 lang=en#.Ybc88tMza3K 
https://www.ilo.org/resource/news/more-60-cent-worlds-employed-population
 -are-informal-economy
ILO. 2015. Guidelines for a just transition towards environmentally sustainable 
 economies and societies for all. Can be accessed from https://www.ilo.
 org/wcmsp5/groups/public/--- ed_emp/---emp_ent/documents/publication/
 wcms_432859.pdf 
ILO. 2022. The United States joins the Climate Action for Jobs Initiative.
 https://www.ilo.org/global/topics/greenjobs/news/WCMS_842101/lang
 --en/index.htm 
International Monetary Fund (2020). What is the Informal Economy”. Finance & 
 Development, International Monetary Fund. Available at: 
 https://www.imf.org/en/Publications/fandd/issues/2020/12/what-is-the-
 informal-economy-basics
IPCC, 2021: Summary for Policymakers. In: Climate Change 2021: The Physical 
 Science Basis. Contribution of Working Group I to the Sixth Assessment 
 Report of the Intergovernmental Panel on Climate Change. Cambridge   
 University Press. Can be accessed from https://www.ipcc.ch/re
 port/ar6/wg1/downloads/report/IPCC_AR6_W GI_Full_Report.pdf 
Paris Agreement. 2015. Adoption of the Paris Agreement. Can be accessed from 
 https://unfccc.int/sites/default/files/english_paris_agreement.pdf 

79

Rahman, Md. M., Bodrud-Doza, M., Shammi, M. Islam, A. R., & Khan, A. S. 2021. 
 COVID-19 pandemic, dengue epidemic, and climate change vulnerability in 
 Bangladesh: Scenario assessment for strategic management and policy 
 implications. doi: 10.1016/j.envres.2020.110303 Can be accessed from 
 https://www.ncbi.nlm.nih.gov/pmc/articles/PMC7561529/
Rashid, S. R. 2020. THE INTERSECTION OF CLIMATE CHANGE, MIGRATION 
 AND CHANGING ECONOMY. Can be accessed from https://www.solidarit
 ycenter.org/wpcontent/uploads/2020/07/Bangladesh.Report.
 The-Intersection-ofClimate-Change-Migration-and-Changing-Economy.
 -June-2020.pdf
TUC. 2016. Building support for just transition in Bangladesh. Can be accessed from
 https://www.tuc.org.uk/researchanalysis/reports/building-support-just-
 transition-bangladesh
UNFCCC. 2018. Solidarity and Just Transition Silesia Declaration. Can be accessed from
 https://www.ioeemp.org/index.php?eID=dumpFile&t=f&f=134978&token
 =91237abd5 b4e38c1e7c2e4364b2b8e7095d8e0fd
UNFCCC. 2020. Just Transition of the Workforce, and the Creation of Decent Work 
 and Quality Jobs. Can be accessed from https://unfccc.int/sites/default/
 files/resource/Just%20transition.pdf. 
UKCOP26. 2021. Supporting the conditions for a Just Transition. Can be accessed from
 https://ukcop26.org/supporting-theconditions-for-a-just-transition-
 internationally/

80 81 82 83 84 85 86 87

88 89 90 91 92 93 94 95

96 97 99 100



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  

56

 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities

71

so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 

14

International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.

12

1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.

52

3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).

63

High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?

18

This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.

53 54

This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw

15

 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 

16

1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.

41

The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 

42

Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 

48

safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 

69

other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.

12

1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 

23

relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 

10

 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.

33

3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).

58

For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 

14

International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 

16

1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.

34

Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.

36

Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 

42

Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.

77

   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.

22

The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).

66

Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.

77

   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?

18

This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 

23

relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.

45

3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  

56

 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 

59

It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.

78

ADB. 2021. Just Transition Beyond the Energy Sector. Can be accessed from 
 https://www.adb.org/sites/default/files/publication/746406/adbbrief-
 195-just-transition-beyond-energy-sector.pdf
Elgin, C., M. A. Kose, F. Ohnsorge, and S. Yu. 2021. “Understanding Informality.” 
 CERP Discussion Paper 16497, Centre for Economic Policy Research, 
 London. Available at: https://www.worldbank.org/en/research/brief/informal
 -economy-database
Germanwatch. (2021). Global climate risk index 2021: Who suffers most from 
 extreme weather events? Weather-related loss events in 2019 and 
 2000-2019. Germanwatch E.V. https://www.germanwatch.org/en/cri
Hayward, G., & Ayeb-Karlsson, S. 2021. Seeing with Empty Eyes’: a systems 
 approach to understand climate change and mental health in Bangladesh. 

Climatic Change 165, 29 (2021). https://doi.org/10.1007/s10584-021-03053-9 
Hosen, A. 2020. In Bangladesh, “workers are not responsible for climate change but 
 we are the ones losing everything because of it”. Equal Times. Can be 
 accessed from https://www.equaltimes.org/in-bangladesh-workers-arenot?
 lang=en#.Ybc88tMza3K 
https://www.ilo.org/resource/news/more-60-cent-worlds-employed-population
 -are-informal-economy
ILO. 2015. Guidelines for a just transition towards environmentally sustainable 
 economies and societies for all. Can be accessed from https://www.ilo.
 org/wcmsp5/groups/public/--- ed_emp/---emp_ent/documents/publication/
 wcms_432859.pdf 
ILO. 2022. The United States joins the Climate Action for Jobs Initiative.
 https://www.ilo.org/global/topics/greenjobs/news/WCMS_842101/lang
 --en/index.htm 
International Monetary Fund (2020). What is the Informal Economy”. Finance & 
 Development, International Monetary Fund. Available at: 
 https://www.imf.org/en/Publications/fandd/issues/2020/12/what-is-the-
 informal-economy-basics
IPCC, 2021: Summary for Policymakers. In: Climate Change 2021: The Physical 
 Science Basis. Contribution of Working Group I to the Sixth Assessment 
 Report of the Intergovernmental Panel on Climate Change. Cambridge   
 University Press. Can be accessed from https://www.ipcc.ch/re
 port/ar6/wg1/downloads/report/IPCC_AR6_W GI_Full_Report.pdf 
Paris Agreement. 2015. Adoption of the Paris Agreement. Can be accessed from 
 https://unfccc.int/sites/default/files/english_paris_agreement.pdf 

79

Rahman, Md. M., Bodrud-Doza, M., Shammi, M. Islam, A. R., & Khan, A. S. 2021. 
 COVID-19 pandemic, dengue epidemic, and climate change vulnerability in 
 Bangladesh: Scenario assessment for strategic management and policy 
 implications. doi: 10.1016/j.envres.2020.110303 Can be accessed from 
 https://www.ncbi.nlm.nih.gov/pmc/articles/PMC7561529/
Rashid, S. R. 2020. THE INTERSECTION OF CLIMATE CHANGE, MIGRATION 
 AND CHANGING ECONOMY. Can be accessed from https://www.solidarit
 ycenter.org/wpcontent/uploads/2020/07/Bangladesh.Report.
 The-Intersection-ofClimate-Change-Migration-and-Changing-Economy.
 -June-2020.pdf
TUC. 2016. Building support for just transition in Bangladesh. Can be accessed from
 https://www.tuc.org.uk/researchanalysis/reports/building-support-just-
 transition-bangladesh
UNFCCC. 2018. Solidarity and Just Transition Silesia Declaration. Can be accessed from
 https://www.ioeemp.org/index.php?eID=dumpFile&t=f&f=134978&token
 =91237abd5 b4e38c1e7c2e4364b2b8e7095d8e0fd
UNFCCC. 2020. Just Transition of the Workforce, and the Creation of Decent Work 
 and Quality Jobs. Can be accessed from https://unfccc.int/sites/default/
 files/resource/Just%20transition.pdf. 
UKCOP26. 2021. Supporting the conditions for a Just Transition. Can be accessed from
 https://ukcop26.org/supporting-theconditions-for-a-just-transition-
 internationally/

80 81 82 83 84 85 86 87

88 89 90 91 92 93 94 95

96 97 99 100

Chapter-5
Recommendations and Way Forward



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 

32

summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.

49

Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  

55

 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”

60

Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 

21

2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 

25

of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna

37

Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).

66

Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   

67

 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).

73

Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).

19

The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.

53 54

This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”

60

Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities

71

so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”

72

Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.

78

ADB. 2021. Just Transition Beyond the Energy Sector. Can be accessed from 
 https://www.adb.org/sites/default/files/publication/746406/adbbrief-
 195-just-transition-beyond-energy-sector.pdf
Elgin, C., M. A. Kose, F. Ohnsorge, and S. Yu. 2021. “Understanding Informality.” 
 CERP Discussion Paper 16497, Centre for Economic Policy Research, 
 London. Available at: https://www.worldbank.org/en/research/brief/informal
 -economy-database
Germanwatch. (2021). Global climate risk index 2021: Who suffers most from 
 extreme weather events? Weather-related loss events in 2019 and 
 2000-2019. Germanwatch E.V. https://www.germanwatch.org/en/cri
Hayward, G., & Ayeb-Karlsson, S. 2021. Seeing with Empty Eyes’: a systems 
 approach to understand climate change and mental health in Bangladesh. 

Climatic Change 165, 29 (2021). https://doi.org/10.1007/s10584-021-03053-9 
Hosen, A. 2020. In Bangladesh, “workers are not responsible for climate change but 
 we are the ones losing everything because of it”. Equal Times. Can be 
 accessed from https://www.equaltimes.org/in-bangladesh-workers-arenot?
 lang=en#.Ybc88tMza3K 
https://www.ilo.org/resource/news/more-60-cent-worlds-employed-population
 -are-informal-economy
ILO. 2015. Guidelines for a just transition towards environmentally sustainable 
 economies and societies for all. Can be accessed from https://www.ilo.
 org/wcmsp5/groups/public/--- ed_emp/---emp_ent/documents/publication/
 wcms_432859.pdf 
ILO. 2022. The United States joins the Climate Action for Jobs Initiative.
 https://www.ilo.org/global/topics/greenjobs/news/WCMS_842101/lang
 --en/index.htm 
International Monetary Fund (2020). What is the Informal Economy”. Finance & 
 Development, International Monetary Fund. Available at: 
 https://www.imf.org/en/Publications/fandd/issues/2020/12/what-is-the-
 informal-economy-basics
IPCC, 2021: Summary for Policymakers. In: Climate Change 2021: The Physical 
 Science Basis. Contribution of Working Group I to the Sixth Assessment 
 Report of the Intergovernmental Panel on Climate Change. Cambridge   
 University Press. Can be accessed from https://www.ipcc.ch/re
 port/ar6/wg1/downloads/report/IPCC_AR6_W GI_Full_Report.pdf 
Paris Agreement. 2015. Adoption of the Paris Agreement. Can be accessed from 
 https://unfccc.int/sites/default/files/english_paris_agreement.pdf 

79

Rahman, Md. M., Bodrud-Doza, M., Shammi, M. Islam, A. R., & Khan, A. S. 2021. 
 COVID-19 pandemic, dengue epidemic, and climate change vulnerability in 
 Bangladesh: Scenario assessment for strategic management and policy 
 implications. doi: 10.1016/j.envres.2020.110303 Can be accessed from 
 https://www.ncbi.nlm.nih.gov/pmc/articles/PMC7561529/
Rashid, S. R. 2020. THE INTERSECTION OF CLIMATE CHANGE, MIGRATION 
 AND CHANGING ECONOMY. Can be accessed from https://www.solidarit
 ycenter.org/wpcontent/uploads/2020/07/Bangladesh.Report.
 The-Intersection-ofClimate-Change-Migration-and-Changing-Economy.
 -June-2020.pdf
TUC. 2016. Building support for just transition in Bangladesh. Can be accessed from
 https://www.tuc.org.uk/researchanalysis/reports/building-support-just-
 transition-bangladesh
UNFCCC. 2018. Solidarity and Just Transition Silesia Declaration. Can be accessed from
 https://www.ioeemp.org/index.php?eID=dumpFile&t=f&f=134978&token
 =91237abd5 b4e38c1e7c2e4364b2b8e7095d8e0fd
UNFCCC. 2020. Just Transition of the Workforce, and the Creation of Decent Work 
 and Quality Jobs. Can be accessed from https://unfccc.int/sites/default/
 files/resource/Just%20transition.pdf. 
UKCOP26. 2021. Supporting the conditions for a Just Transition. Can be accessed from
 https://ukcop26.org/supporting-theconditions-for-a-just-transition-
 internationally/

80 81 82 83 84 85 86 87

88 89 90 91 92 93 94 95

96 97 99 100



Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.

33

3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 

40

Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities

71

so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.

12

1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).

28

As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 

48

safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  

57

 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 

62

well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.

22

The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 

38

of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 

40

Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.

41

The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 

62

well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.

52

3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 

10

 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  

56

 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.

45

3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 

61

Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).

63

High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 

13

Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.

52

3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).

28

As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna

37

Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 

32

summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 

42

Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.

45

3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 

50

toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 

42

Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.

52

3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 

65

getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.

75

   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 

13

Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”

72

Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 

26

Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 

48

safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 

11

 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).

19

The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.

33

3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  

57

 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.

46

3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.

51

The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 

25

of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 

30

(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 

32

summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 

42

Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.

47

 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 

61

Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 

10

 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).
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As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.

34

Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.

49

Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  

55

 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.
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   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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Introduction and objectives

Climate change represents an existential global challenge, with disproportionate impacts 
on developing countries and vulnerable communities. Dhaka City, the capital of Bangla-
desh, exempli�es these challenges, particularly within its informal transportation sector. 
This research examines the intersection of climate change impacts, employment security, 
and the principles of just transition for rickshaw pullers, bus workers, and platform-based 
transport providers. Informal transport workers, critical to the city's economy, are among 
the most exposed to climate-related adversities, facing risks such as extreme weather, 
environmental degradation, and regulatory challenges. The study aims to generate 
empirical evidence, assess the feasibility of just transition frameworks, and provide 
actionable recommendations to enhance climate resilience and social equity for this 
workforce.

Methodology

To ensure a robust analysis, the study employed a mixed-method approach. Quantitative 
data were gathered from 384 transport workers across six key zones of Dhaka City using 
a strati�ed random sampling technique. Respondents represented diverse transport 
modalities, including paddle and battery rickshaws, public buses, and app-based services 
like Uber. This was complemented by qualitative data collection through Focus Group 
Discussions (FGDs), Key Informant Interviews (KIIs), case studies, and consultation meet-
ings with stakeholders such as trade union leaders, policymakers, and experts from orga-
nizations like the International Labour Organization (ILO). This triangulated methodology 
enabled a comprehensive understanding of socio-economic pro�les, climate vulnerabili-
ties, and the potential for implementing just transition frameworks.

Key �ndings
Socio-economic and occupational pro�le of transport workers
   Demographics: The workforce primarily comprises young to middle-aged 
 individuals, with an average age of 36.2 years. Over 86% of workers are married, 
 indicating signi�cant family responsibilities. Despite their essential role in Dhaka’s 
 economy, 41.9% of respondents report economic de�cits to maintain their family, 
 highlighting widespread �nancial instability.

   Educational attainment: On average, transport workers have only 6.2 years of 
 schooling. While some have completed secondary education, 17.7% lack formal 

education entirely, limiting their upward mobility and access to better job opportunities.

   Work patterns: Most workers (92%) are engaged full-time, dedicating an average 
 of 10 hours daily, often in harsh environmental conditions. Weekly work hours 
 often exceed 70 hours, re�ecting the demanding nature of their jobs.

   Income and �nancial challenges: Daily earnings average BDT 758, with signi�cant 
 disparities across job types. Bus drivers earn the highest (BDT 1,134.8/day), while 
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 paddle rickshaw pullers earn the lowest (BDT 612.8/day). Vehicle ownership is 
 limited (23%), with most workers relying on leasing or salaried arrangements, exac
 erbating �nancial insecurity.

Awareness and impact of climate change
   Levels of awareness: While 52.9% of workers demonstrate high awareness of 
 climate hazards, the depth of understanding varies. Platform-based workers, such 
 as Uber drivers, show higher awareness, likely due to better education and access 
 to digital resources. Traditional workers, such as rickshaw pullers, exhibit lower 
 awareness due to limited information access.

   Perceived impacts: The e�ects of climate change—rising temperatures, erratic 
 rainfall, and �ooding—disrupt livelihoods, increase living costs, and exacerbate 
 health risks. Workers also report escalating costs for food, housing, and vehicle 
 maintenance, further straining their �nancial capacity.

   Severity of impacts: Uber CNG drivers face the most severe challenges, with high 
 operational costs and unpredictable demand. Bus workers and battery rickshaw 
 pullers also report signi�cant vulnerabilities due to their exposure to adverse 
 weather and tra�c congestion.

Adaptation and coping mechanisms
   Protective measures: Workers employ limited strategies to mitigate climate risks, 
 such as using personal protective equipment and modifying vehicles to improve 
 heat resilience. However, �nancial constraints and lack of institutional support 
 limit these e�orts.

   Occupational mobility: Climate-induced adversities compel some workers to 
 shift occupations. However, the lack of reskilling programs and opportunities 
 within the informal economy restricts their mobility.

   Health impacts: Workers frequently face heat stress, respiratory illnesses from air 
 pollution, and injuries due to unsafe working conditions, all of which elevate 
 healthcare costs.

Role of Trade Unions and policy gaps
   Trade union engagement: Awareness of labor rights and trade unions (TUs) is low 
 among informal workers. TUs play a limited role in advocating for climate 

resilience and employment security, re�ecting a gap in their capacity and engagement.

   Policy challenges: Existing regulatory frameworks inadequately address the 
 unique challenges of informal transport workers. Policies often focus on environ
 mental goals without considering the social equity required for a just transition. 

Informal workers’ exclusion from formal social protections exacerbates their vulnerabilities.

Recommendations

Enhancing climate resilience
        1. Targeted policies: Develop inclusive policies that prioritize employment security, 
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 fair wages, and sustainable livelihoods. These should address speci�c vulnerabili
 ties of transport workers, such as housing, health, and �nancial stability.
        2. Urban infrastructure: Invest in resilient urban infrastructure to mitigate climate 
 risks, including �ood management systems and shaded transport hubs. 
 Improved roads and transport facilities can enhance safety and e�ciency.

        3. Social protections: Extend social protection schemes to informal workers, including
 health insurance, subsidized housing, and �nancial assistance during climate-
 induced disruptions.

Promoting just transition

        4. Stengthening trade union activities: Build the capacity of TUs to address climate 
 challenges and advocate for workers’ rights. Training programs should focus on 
 climate resilience, labor rights, and negotiation skills.

        5. Reskilling initiatives: Implement workforce development programs to reskill   
workers for emerging green jobs, such as operating electric vehicles or maintaining 

 renewable energy systems.

        6. Incentivizing green practices: Encourage the adoption of eco-friendly transport 
 systems through subsidies, tax incentives, and public awareness campaigns.

Advocacy and multi-stakeholder collaboration

        7. Stakeholder engagement: Foster collaboration among policymakers, TUs, NGOs, 
 and international organizations to develop comprehensive frameworks for just 
 transition. Engage workers in the policymaking process to ensure their needs and 
 perspectives are addressed.

        8. Awareness campaigns: Launch targeted campaigns to educate workers about 
climate risks, adaptation strategies, and labor rights. Digital platforms, community

 workshops, and media outreach can enhance awareness and participation.

        9. Global partnerships: Leverage international expertise and funding to support 
 local initiatives for climate resilience and green development.

Conclusion

This research underscores the urgent need for a holistic approach to addressing the 
impacts of climate change on Dhaka’s informal transport sector. Integrating just transi-
tion principles into policymaking and advocacy e�orts is essential for balancing environ-
mental goals with social equity. Empowering trade unions, reskilling workers, and foster-
ing multi-stakeholder collaboration are critical to building resilience and ensuring 
sustainable livelihoods.

By prioritizing the well-being of informal workers, Dhaka City can set an example for 
inclusive urban development in the face of climate challenges. The �ndings and recom-
mendations of this study aim to inform policymakers, trade unions, and international 
organizations in their e�orts to create a more equitable and sustainable future for trans-
port workers and the broader urban community.
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1.1 Introduction & rationale of the study

1.1.1 Introduction

Climate change represents one of the most pressing global challenges, with impacts felt 
across all sectors of society. The informal economy, particularly in developing countries 
like Bangladesh, is acutely vulnerable to these changes due to its structural informality, 
lack of social protections, and reliance on climate-sensitive activities. In Dhaka City, where 
the informal economy constitutes the lifeline for a signi�cant proportion of the popula-
tion, informal transportation sectors such as rickshaw pulling, bus services, and 
platform-based transport services play a critical role in urban mobility and economic 
activity. However, the workers in these sectors are disproportionately a�ected by the 
adverse e�ects of climate change. Rising temperatures, increasing instances of extreme 
weather events, and urban environmental degradation have heightened the vulnerabili-
ty of these workers, impacting their health, productivity, and income security. For 
instance, erratic rainfall and frequent �ooding disrupt transportation networks, while 
excessive heat poses health risks for rickshaw pullers and other outdoor workers. Addi-
tionally, regulatory shifts such as restrictions on rickshaw operations, the introduction of 
electric vehicles, and evolving policies around platform-based transport further compli-
cate the landscape of employment for these workers.

This study aims to investigate the intersection of climate change, employment security, 
and the concept of a "just transition" in Dhaka's informal transportation sectors. A just 
transition framework seeks to ensure that the shift towards environmentally sustainable 
practices and economies is inclusive and equitable, safeguarding the rights and liveli-
hoods of workers most at risk. This research intends to generate empirical evidence on 
the vulnerabilities of informal transport workers and assess the feasibility of implement-
ing just transition principles within the unique socio-economic context of Bangladesh.

1.1.2 Rationale of the study

The informal economy in Bangladesh is vast, encompassing over 94% of the country’s 
total employment. Despite its critical role in providing livelihoods, the sector is character-
ized by precarious working conditions, lack of formal protections, and limited resilience 
to external shocks such as climate change. Transportation workers in Dhaka City are 
particularly at risk, as the sector undergoes rapid transitions in�uenced by climate 
change, urbanization, and evolving regulatory frameworks. For instance, restrictions on 
rickshaw operations, the rise of platform-based transport, and the impacts of extreme 
weather events collectively threaten the stability of these livelihoods.
The concept of "just transition" o�ers a promising pathway to address these challenges 
by balancing environmental sustainability with social equity. However, its application to 
the informal economy remains underexplored, particularly in developing countries like 
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Bangladesh. This research is essential to bridge this gap, providing empirical insights into 
the speci�c vulnerabilities of informal transport workers and identifying opportunities for 
implementing just transition frameworks in this context.

Despite the importance of informal transportation sectors, their role in climate resilience 
and the broader framework of a just transition remains underexplored. The just transition 
concept, widely recognized in formal industries, is relatively new in the context of infor-
mal economies. Implementing this framework requires addressing the dual goals of envi-
ronmental sustainability and social justice, ensuring that no worker is left behind in the 
transition to greener practices. In this context this study contributes to global relevance 
by focusing on the informal sector in a developing country, identifying national gaps 
through providing critical evidence to inform policymaking and advocacy e�orts, and 
empowering trade unions equipping them with evidence-based insights and actionable 
strategies enhancing their capacity. Through collaboration with trade unions, policymak-
ers, and other stakeholders, this study aims to enhance the capacity of labor organiza-
tions to advocate e�ectively for their members. By focusing on employment security, 
labor rights, and climate resilience, it seeks to contribute to a more equitable and sustain-
able future for Dhaka City's informal transportation sector.

1.2 Objectives of the research 

As per the TOR, this study is primarily intended to gain insight into the implications of 
climate change and the status of just transition in Bangladesh's informal economy. It 
includes investigating the speci�c climate change impacts on the rickshaw puller, trans-
port workers, and platform economy in perspective of just transition. And, based on the 
research �ndings, developing a policy brief and a TU position paper. Speci�c objectives 
include;

1. To analyze the intersectionality of climate change impacts within the selected 
infomal economy. To identify the status of the employment securities and relevant 
vulnerabilities arising from the impacts of climate change on the selected sectors.

2. To explore the concept of just transition and relevant frameworks, considering its  
application within the context of selected informal economy sectors.

3. To review existing global and regional just transition standards and practices for 
the informal economy and to specify possible national standards for the studied 
sectorswith a particular focus on climate change.

4. To assess TUs’ preparedness, challenges and demands to address just transition in 
the  selected sectors.

5. To develop a policy brief following the research �ndings.
6. To develop a TU position paper based on the research �ndings.

1.3 Statement of the problem

1.3.1 Problem statement of targeted informal sector

The informal economy refers to economic activities that are not regulated by the govern-
ment or formalized through legal frameworks. It encompasses a wide range of activities 
and employment arrangements that operate outside of o�cial channels. According to 
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International monetary Fund (2020),1 “the informal economy, comprising activities that 
have market value and would add to tax revenue and GDP if they were recorded.” 

According to ILO (2018)2 61 percent (two billion) of world’s population employed in infor-
mal economy. The informal sector constitutes almost entire workforce in Bangladesh, 
covering a wide range of activities and livelihoods. According to World Bank database, in 
Bangladesh, 94.7 percent of total employment was in informal sector in 2017.3 The 
boundary of informal economy is widening with the emergence of non-standard forms of 
employment like digital labour platforms (UNDP, 2022). The COVID-19 crisis has starkly 
revealed the fragility of the informal economy, underscoring the imperative for bolstered 
policy measures. 

The informal economy exists in both developed and developing countries, but it tends to 
be more prevalent in the developing countries like Bangladesh due to factors such as 
high levels of poverty, limited access to formal employment opportunities, and inade-
quate regulatory frameworks. While the informal economy provides livelihoods for many 
people, it also poses challenges such as lack of social protections, vulnerability to 
exploitation, and di�culties in accessing credit and other �nancial services. The informal 
economy employment encompasses a wide range of activities and occupations. Some of 
these are: street vendors and hawkers, domestic workers, day laborers and casual work-
ers, self-employed entrepreneurs, unregistered small-scale farmers, informal transport 
workers, informal service providers, informal waste pickers, and so on. Generally, informal 
economy employment is characterized by its lack of formalization, with workers often 
facing challenges such as low wages, limited access to social protections, and precarious 
working conditions.

The transport sector in Dhaka City operates predominantly within the informal economy, 
with a diverse range of informal operators providing essential transportation services to 
residents and businesses, while also re�ecting the challenges and complexities of infor-
mal employment and urban mobility in Bangladesh's capital. Rickshaw, bus, and platform 
(Uber, Pathao, Obhai, etc.) are three predominant transportation sectors providing essen-
tial transportation services to almost entire residents of Dhaka city. Despite their signi�-
cant contribution to employment and economic growth, concerns remain over labor 
rights, particularly employment security, within these sectors.

1.3.2 Rickshaw pulling

In Dhaka City, the sight of rickshaws weaving through tra�c has become synonymous 
with urban life. It is not just a mode of transportation; they are a lifeline for millions of 
residents navigating the chaotic urban landscape as well as thousands of rickshaw
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 pullers. However, behind the vibrant colors and rhythmic pedaling lies a sector fraught 
with challenges, particularly for the individuals who make their livelihoods as rickshaw 
pullers. The challenges confronting the rickshaw pulling sector in Dhaka City are complex 
and multifaceted, requiring concerted e�orts and innovative solutions to achieve a "just 
transition" to more equitable and sustainable transportation systems. In the midst, 
climate change poses signi�cant challenges to Dhaka City's rickshaw pulling sector, exac-
erbating existing vulnerabilities and compounding the hardships faced by pullers. Rising 
temperatures, increased frequency of extreme weather events, erratic rainfall patterns, 
and environmental degradation have direct implications for pullers' livelihoods, as they 
are exposed to harsh working conditions and heightened health risks. Addressing these 
challenges of climate change in Dhaka City's rickshaw pulling sector requires a holistic 
approach that integrates environmental sustainability, social equity, and economic 
resilience. By prioritizing a just transition that empowers pullers, enhances their resilience 
to climate change impacts, and promotes environmentally sustainable practices.

1.3.3 Bus services

Streets of Dhaka City are teeming with informal bus services, vital lifelines for millions of 
commuters navigating the urban landscape. However, the sector faces mounting 
challenges exacerbated by the impacts of climate change. Climate change poses multi-
faceted challenges to Dhaka City's informal bus services, a�ecting operations, safety, and 
overall viability. Extreme weather events, such as heavy rainfall and �ooding, disrupt 
routes and schedules, leading to service disruptions and decreased passenger demand. 
Rising temperatures exacerbate air pollution and heat-related health risks, impacting 
both passengers and bus operators. Bus operators often face economic instability, safety 
hazards, environmental impact, and social vulnerability. A just transition is imperative to 
address the intersecting challenges of climate change and informal bus services in Dhaka 
City's economy. Addressing the impacts of climate change on informal bus services in 
Dhaka City requires a just transition approach that integrates economic resilience, envi-
ronmental sustainability, safety, and social protection. 

1.3.4 Platform-based transport services

In Dhaka City's ever-expanding urban landscape, platform-based transport services 
(Uber, Pathao, OBHAI, Etc.) have emerged as a prominent feature of the informal econo-
my, o�ering convenient mobility solutions to thousands of residents. However, the sector 
is not immune to the far-reaching impacts of climate change. The e�ects of climate 
change are increasingly evident in Dhaka City, posing signi�cant challenges to 
platform-based transport services and their stakeholders. Extreme weather events, such 
as heavy rainfall and �ooding, disrupt service operations and exacerbate road conges-
tion, leading to delays and increased travel times for drivers and passengers. Rising 
temperatures and heatwaves intensify heat stress and air pollution levels, a�ecting driver 
health and passenger comfort. A just transition is imperative to address the intersecting 
challenges of climate change and platform-based transport services in Dhaka City's infor-
mal economy. Addressing the impacts of climate change on platform-based transport 
services in Dhaka City's informal economy requires a comprehensive approach that 
integrates the principles of a just transition. 
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1.3.5 Rationale of the study

Given the above context, this research delves into the intersection of climate change and 
above three informal sector transport services in Dhaka City, advocating for a "just transi-
tion" that addresses environmental vulnerabilities while safeguarding the rights and 
livelihoods of drivers and users alike. The transport sector is constantly modernizing yet 
labor rights and employment security are severely lacking. Additionally, the informal 
economy, including the three sectors under consideration, is highly sensitive to external 
shocks and structural changes due to climate change a discussed. Extreme weather 
events disrupt transportation networks, damage infrastructure, and compromise work-
ing conditions, leading to poor health and income insecurity among workers. Given this 
scenario, there is an emerging need for a "just transition". Although the concept is gaining 
traction globally, it is relatively new in developing countries like Bangladesh. Further-
more, there is a gap in understanding how to implement a just transition in the context of 
informal economy sectors such as rickshaw pulling, bus transport and the platform-based 
transportation or ridesharing. Little attention has been paid to linking the impacts of 
climate change with existing employment dynamics and the strategies needed to ensure 
worker resilience and security.

Empirical evidence and supportive policies are essential to address these challenges. TUs 
need to be educated and prepared to e�ectively navigate the just transition to the infor-
mal economy. Thus, this study aims to generate empirical evidence on the impact of 
climate change on employment protection and labor rights in the informal economy and 
assess the status and potential for a just transition in the rickshaw pulling, transport and 
platform economy sectors. Addressing the complex challenges facing the informal econ-
omy in Bangladesh requires a multi-pronged approach, particularly in sectors such as 
rickshaw pulling, bus transport and the platform economy. Empirical evidence emphasiz-
es the urgent need to prioritize labor rights and employment protection when navigating 
the impacts of climate change. By embracing the concept of just transition among stake-
holders including trade unions, policymakers and researchers, meaningful progress can 
be made to ensure resilience and security for workers in this important sector.

1.4 Purpose of the research and work

The purpose of this research and consultation is multi-faceted which aims to address 
important aspects of climate change impacts and changing conditions within the infor-
mal economy of Bangladesh with a particular focus on rickshaw pullers, bus workers and 
platform-based transport workers. The purpose of this research and consultation can be 
outlined through a few key points:

Generating empirical evidence: The primary objective is to generate empirical evidence 
on the impact of climate change on the informal economy in Bangladesh, particularly 
focusing on employment security and labor rights within sectors such as rickshaw-pull-
ing, transport and the platform economy.

Assessing the status of just transition: Another objective is to assess the current status of the fair 
transition framework within these sectors. Despite growing recognition, there is a lack of under-
standing of how to simply implement transformation in the context of the informal economy.
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Identi�cation of challenges: The research aims to identify speci�c challenges faced by 
workers in this sector due to the impact of climate change, including disruption of 
employment security and labor rights.

Pathways to resilience: Challenges Alongside research aims to explore strategies and 
pathways to increase workforce resilience and security in the face of climate change-in-
duced challenges.

Policy brief development: A key output will be the development of a policy brief provid-
ing evidence-based recommendations to policymakers and stakeholders. This brief will 
advocate for inclusive and sustainable policies that address the needs of workers in the 
informal economy

Trade union position papers: Additionally, a position paper will be developed speci�cally 
for trade unions outlining their positions and recommendations on the impact of climate 
change on informal sector workers. This paper will strengthen trade unions to e�ectively 
advocate for the rights and welfare of workers.

Capacity building: As part of the larger project “Support for E�ective and Inclusive Trade 
Unions in Bangladesh”, the research aims to increase the capacity of TUs through knowl-
edge dissemination and capacity-building initiatives to enable them to engage in e�ec-
tive social dialogue and in�uence contemporary labor agenda. 

Collaborative e�ort: The study will be a collaborative e�ort between the Bangladesh Insti-
tute of Labor Studies (BILS) and the International Labor Organization (ILO) in line with 
their shared goal of promoting sustainable and e�ective tripartite social dialogue to 
improve the lives of workers.

By addressing these issues, the research consultant seeks to contribute to a more just and 
sustainable future for informal sector workers in Bangladesh. It also seeks to ensure their 
rights, resilience and security in the face of climate change challenges.

1.5 Key research questions

1) What are the speci�c impacts of climate change on the informal economy of  
rickshaw pullers, bus transport workers and the platform-based transport workers in 
Dhaka City?

2)    How do these climate change impacts intersect with existing vulnerabilities within 
        the selected sectors, particularly with regard to employment security?
3)   What are the transitions taking place in the rickshaw pulling, bus transport and 
      platform economy services in recent years? Any linkage with climate change (Excessive 
       heat and hot)? Any implication on employment security?  
4)    What is the current understanding and application of the concept of just transformation in 
        the context of the informal economy sectors under study?
5)    What are the existing global and regional frameworks and standards for just transition 
        in the studied sectors and what should be the national standards?
6)    Are the unions prepared to address just transition in the studied sectors? What are the 
        challenges? What are the demands?
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This chapter outlines the methodology followed in the study, including a description of 
the research design employed, the study location, the sample population, the sample 
size, the sampling strategies used, and the procedures and tools used for data collection. 
The chapter also focuses on how ethical concerns were handled in the current study and 
the reliability and validity of the data-gathering techniques. Lastly, the Chapter speci�es 
how data are coded, cleaned, interpreted, and analyzed.

2.1 Research approach & design

The study adopted a mixed-method research approach. Quantitative and qualitative 
approaches were used to collect and analyze data to provide a more comprehensive 
understanding of the climate change implications on the informal transport sector from 
the perspective of just transition under this study. Under the quantitative approach, the 
study collected quantitative data from selected transport workers and analyzed the 
collected data using statistical techniques to understand the climate change implication 
and status of transition in the transport sector empirically and objectively. On the other 
hand, under the qualitative approach, non-numerical data were collected from speci�ed 
respondents through Key Informant Interviews (KII), Focus Group Discussion (FGD) with 
TU members, Consultancy meetings with experts and document study to understand 
meanings, experiences, and perspectives (Table-2.1).
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The study followed a cross-sectional research (retrospective in nature) design, i.e., data 
were collected from speci�ed samples of di�erent respondent categories at a speci�c 
theme. The numerical data were analysed using descriptive statistical techniques by 
using SPSS, while qualitative data were analysed using thematic principles and presented 
separately—the �nal interpretation combined qualitative and quantitative data insights 
to form a comprehensive understanding.

2.2 Area of the study and sampling

This research focuses on the impact of climate change and the status of just transition in 
the informal economy, especially on selected transport sector workers, including 
Rickshawpullers, Bus drivers and conducters, Leguna Drivers, and platform-based trans-
port services drivers like Uber, CNG, and Motorcycle. The study is conducted in Dhaka 
North and South City Corporation. Within Dhaka City, data were collected from six zones 
including 1. Dhanmondi/ Mohammadpur; 2. Sadarghat/Lalbag; 3. Jatrabari; 4. Uttara; 5.  
Mirpur; 6. Banani / Gulshan to cover the important roots of the city and assemble the 
evidence.

2.2.1 Sampling techniques and sample size

Data were collected from both primary and secondary sources. As per the TOR, the study 
was carried out in Dhaka North and South City Corporation. The targeted respondents 
were taken from Dhanmondi/Mohammadpur, Sadarghat/Lalbag, Jatrabari, Uttara, Mirpur 
and Khilgaon/Basabo selected purposively by using strati�ed random sampling tech-
niques to represent the target population with study coverage. 

Sampling for the quantitative approach

The study adopted the non-purposive random sampling technique under the sample 
survey method to collect the quantitative data for the study. The sample size was deter-
mined 384 transport workers by following the standard sampling formula  of Cochran 
(1977) and considering a 95 per cent con�dence level and allowing ±5 per cent error 
margin. Data collection was carried out by dividing this total sample equally among three 
target groups, speci�cally Rickshaw Pullers (128), Bus Workers (128), and Platform-Based 
Workers (128), as presented in Table 2. The sample size was distributed across speci�c 
areas using strati�ed random sampling techniques to ensure inclusiveness and fair repre-
sentation.
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Sampling for the qualitative approach

The qualitative method involved conducting in-depth interviews with various stakehold-
ers and policymakers from the study intervention region to extract a variety of 
thought-provoking narratives. Participants were selected using targeted criteria, such as 
trade union membership, organizational roles, and lived experiences relevant to the 
study. Data collection methods included 4 Focus Group Discussions (FGDs) with the 
representative of TU, 7 Key Informant Interviews (KIIs) with experts from the concerned 
organizations, 4 case studies with the transport workers, a meeting with policymakers 
and experts, a consultation session, and a national dissemination seminar presented in 
Table 3. Each method was assigned a sample size that balances diversity and depth while 
ensuring data saturation. The distribution includes trade union members from various 
sectors, organizational representatives (e.g., ILO, BILS, BLF, and UNIDO Bangladesh), 
policymakers, a�ected transport workers, and other stakeholders. This approach ensures 
the inclusion of diverse perspectives and enables a comprehensive understanding of the 
impact of climate change on the transport sector in the context of just transition. 
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2.3 Methods of data collection

2.3.1 Nature and sources of data 

This study incorporated qualitative and quantitative data collection methods in a 
mixed-method approach for better understanding the research objectives. For both 
types of data, the study entailed gathering data from both primary and secondary sourc-
es. The primary data were gathered through surveys and in-depth interviews (KII), Focus 
Group Discussions (FGD), Case Study, Consultation Meetings, and so on. The secondary 
data were collected from di�erent types of articles, research papers, newspapers, and so on. 

2.3.2 Data Collection methods and instruments for Quantitative approach

Quantitative data collection - Survey

Quantitative data were collected through face-to-face interviews with rickshaw pullers, 
bus and Leguna workers, and platform-based transport service workers using a 
semi-structured questionnaire that was carefully re�ned and �nalized through a pre-test-
ing process so that it could e�ectively capture the necessary data. The survey aimed to 
gather comprehensive insights into the respondents' experiences, challenges, and 
perspectives regarding the impact of climate change on transport sectors from the 
perspective of just transition. The questionnaire for the transport workers focused on 
their socio-economic background, the condition of workplaces, the experience of climate 
change concerned with impact and conscious level, journey through the adversity of 
climate change implications, job security under the context of just transition, labour 
rights and their position on Trade Union. During the data collection period, a total of 384 
respondents were interviewed using this semi-structured questionnaire to provide a 
holistic view of the impact of climate change and the status of just transition in the trans-
port sectors.

Qualitative data collection

The following qualitative arrangements and methods were adopted as per the following 
format to collect qualitative information used for qualitative analysis.

Focus Group Discussion (FGD): Four FGDs were conducted with Trade Union represen-
tatives from three areas (above-mentioned table). The participants were the members of 
TU of Rickshaw pullers (both paddle and battery rickshaws), Bus, and Uber (the 
platform-based transport service). It was conducted to understand the position of the 
Trade Union on climate change implications from the just transition perspective using a 
pre-prepared guideline and checklist. Each FGD consisted of 7-10 participants. 

Key Informant Interview (KII): To gain an in-depth understanding of the impact of 
climate change on informal transport sectors in Dhaka city and the exploration of green 
development initiatives within the context of a just transition, this study conducted a 
total of 7 Key Informant Interviews (KIIs) with the experts who play critical roles in the 
enhancement of wellbeing of labourers. These key informants included one of each orga-
nization namely ILO, BILS, BLF, UNIDO Bangladesh, City Corporation of Dhaka City, and 
Ministry of Labour and Employment, each selected for their direct involvement and 
expertise in the welfare of workers.
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The interviews were designed to delve deeply into the experiences, initiatives of green 
development, challenges, and perspectives of just transition in the informal economy. 
Through these in-depth discussions, this research tried to uncover the gaps in under-
standing climate resilience and identify practical recommendations for strengthening the 
framework of a sustainable planet in the universe. The �ndings from these KIIs are intend-
ed to help outline a more e�ective legislative and operational framework to reduce the 
negative impact of climate change, ensuring that appropriate initiatives to protect the 
environment through green development in a just transition way are better aligned with 
the emerging challenges in the transport sector.   

Case Study: Four case studies were conducted with di�erent categories of transport 
workers to explore how climate change impacted the livelihood of the workers, and 
health, as well as how various government initiatives a�ected their rights. This study 
conducted a total of 4 case studies constituted a female car driver who works in BRAC, a 
Motorcycle driver, a CNG driver and a Rickshaw puller. Each of the respondents is highly 
a�ected by climate change, except the car driver. 

Consultation meeting for �nalization of policy brief: A comprehensive consultation 
meeting was held, bringing together various stakeholders crucial for informed 
decision-making and policy formulation. Representatives from government agencies, 
legislative bodies, international organizations such as the ILO, TUs, policymakers, city 
corporations, and the Ministry of Employment and Labour participated in this method. A 
well-prepared guideline was developed to facilitate the meeting and to delve into the 
desired information that can help in the formulation of the best policy for the well-being 
of informal workers as well as climate resilience. A policy brief was prepared based on the 
outcomes of this consultation meeting, which was organized by BILS. 

2.4 Data analysis

The analysis of the implications of climate change and the status of just transition in the 
informal economy of Bangladesh involved a comprehensive approach that integrated 
both quantitative and qualitative methods. This mixed-methods approach allowed for a 
detailed exploration of the implication of climate change on the living standard of the 
workers and the development of informed recommendations for improving the status of 
just transition of the workers of transport sectors.

Quantitative data analysis: Quantitative data were systematically processed using SPSS 
(Statistical Package for the Social Sciences), a powerful tool for handling and analyzing 
large datasets. At the beginning stage, the collected quantitative data were cleaned, 
entered computer through SPSS, and prepared for analysis. Various descriptive statistics 
were used to summarize, analyze and interpret the data. These included ‘frequencies and 
percentages’ to describe the distribution of categorical variables, such as the demograph-
ic and socio-economic background of the laborers, and the level of impact of climate 
change on their living standard; what kind of natural calamities were experienced. These 
measures provided a clear overview of the patterns and trends in the data. The results 
were presented using various tables and visual charts (bar charts, pie charts, etc.) to make 
the data more accessible and easier to interpret. Visualizations helped identify trends, 
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relationships, and di�erences in the data that might not be immediately apparent from 
raw numbers.

Qualitative data analysis: The qualitative aspect of the analysis focused on understand-
ing the deeper, more nuanced insight about the impact of climate change on the liveli-
hood of the informal economy under the context of green development in a just transi-
tion way. This analysis involved the following steps: First, qualitative data were collected 
through in-depth interviews, and open-ended survey responses with the experts of key 
informants, and guidelines and checklists were followed to collect the data in FGD, 
Consultancy meetings. The responses were then transcribed verbatim to maintain the 
authenticity and richness of the data. Second, the transcribed data were systematically 
coded and coding involved identifying key phrases, words, or sentences that represent 
signi�cant aspects of the climate change implications. Third, from the coded data, major 
themes and patterns were identi�ed. These themes could include impact of climate 
change like reduction of working hours, job vulnerability, increased maintenance and 
operational costs, low income, increasing health hazards, behavioral degradation, and so 
on. Themes helped in organizing the data around central ideas or concepts, making it 
easier to understand the underlying issues. Fourth, the themes were analyzed and inter-
preted to understand the broader implications and experiences of respondents. This step 
involved looking beyond the surface to draw insights into the impact of climate change, 
taking the green development initiatives in just transition way in the informal economy in 
Bangladesh.

2.5 Ethical considerations

In conducting research, careful attention to ethical considerations is paramount. It 
involved collecting data that could impact the privacy, security, and legal standing of the 
participants of the research. The ethical considerations outlined for this study are 
designed to ensure that the research is conducted in a manner that respects the rights, 
privacy, and well-being of all participants. The following principles were maintained:

Voluntary and Informed Consent: Enumerators explained the objectives of the survey 
to each respondent and obtained their informed consent prior to the interview. This 
process, referred to as "informed consent," was essential for participation. Interviews were 
not conducted unless respondents agreed to participate willingly.

Termination of Interview: Participants retained the right to decline or terminate the 
interview at any point during the survey. This was respected without any negative conse-
quences for the respondents.

Protection of Interviewees: The safety and well-being of all interviewees were priori-
tized. Safeguarding measures were implemented, including gender-sensitive approaches 
to ensure a secure environment for participants.

Con�dentiality: All collected data were treated as con�dential and were not used with-
out prior consent from the respondents. Only aggregated �ndings were included in the report, 
except for speci�c data from in-depth interviews (IDIs) and key informant interviews (KIIs), FGD, Case 
Study where individual insights were necessary. Participants were informed that their information 
would be handled with con�dentiality and used only in alignment with ethical guidelines.
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This chapter presents the �ndings of quantitative approach adopted in the study. It is 
worth mentioning that data were collected from a statistically signi�cant sample of 384 
di�erent transport workers through face to face interview using semi-structured ques-
tionnaire. Collected data were processed and analysed using SPSS software. Results are 
presented in the following sections.   

3.1 Pro�le of the transport workers

3.1.1 Introduction to respondents (transport workers)

Table-3.1 shows the locations of the drivers in Dhaka City covered in the present study. 
These drivers were surveyed to under-
stand the impact of climate change in the 
context of a just transition. As seen, 
drivers were selected based on their 
availability in the surveyed locations, 
ensuring accessibility and representation 
from various parts of Dhaka City. Mirpur, 
as hub of informal transports, has the 
largest representation with 128 drivers, 
accounting for 33.3% of the total sample, 
followed by Mohammadpur with 91 
drivers (23.7%). Other locations are 
Gabtoli (7.0%), Sadarghat (6.3%), Badda 
(5.7%), and Uttara/Abdullahpur (4.7%) 
Jatrabari and Sayedabad (4.2%), Banani 
(1.3%), Gulshan (3.1%), and Basabo 
(2.6%) have the smallest shares of 
respondents. This distribution emphasiz-

es signi�cant variation in the availability of 
informal sector transport drivers across Dhaka, 
which may relate to di�erences in population 
density, economic activity, and transportation 
demand. This geographic diversity is crucial for 
capturing varied perspectives on climate 
change and ‘just transition.’

Data in Table-3.2 show that the study ensured 

a diverse representation of the workers of 
informal transport types, re�ecting the variety 
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of services operating across Dhaka City. Among the types Uber (Motorcycle) 65 drivers, 
Uber (CNG) and Paddle Rickshaw 64 drivers each, Battery Rickshaw drivers 63, Bus 
Conductors 50, Bus Drivers 46, Leguna drivers 32 drivers, accounting for 8.3% of the total 
sample. This distribution demonstrates the diversity in Dhaka's informal transport sector, 
which plays a critical role in urban mobility. It also suggests varying levels of exposure and 
adaptability to climate change challenges across transport types.

3.1.2 Socio-economic characteristics of the transport workers

Socio-economic characteristics of transport workers in Dhaka City have been presented 
in Table-3.3. The analysis is based on data collected from 384 respondents and highlights 
various demographic, educational, housing, and income factors a�ecting the workers. 
Age distribution: The majority of transport workers are between 20 and 49 years old, with 
31% aged 20–29 and 32.3% aged 30–39. The mean age is 36.2 years, with a standard devi-
ation of 10.86, indicating a moderately diverse age range. The minimum age is 18 years, 
while the maximum is 70 years, highlighting the engagement of both young and elderly 
individuals in the sector.

Marital status: Majority (86.2%) of transport workers are married, indicating that most 
have familial responsibilities. Only 13.8% are unmarried, re�ecting limited participation 
of single individuals in this 
sector.

Educational status: The trans-
port workers have an average 
of 6.2 years of schooling, with a 
standard deviation of 4.30. As 
seen in Table-3, a signi�cant 
proportion (17.7%) has mini-
mal or no education. The high-
est 37.8% of transport workers 
have secondary level educa-
tion, which is closely followed 
by primary education (32.0%). 
Only 12.5% possess gradu-
ate-level education or higher 
(Table-3.3).

Residential status: Majority 
(84.1%) of the transport work-
ers live in Dhaka permanently, 
either in their own or in rental 
house, indicating a stable 
workforce. Only 15.9% of work-
ers are temporary residents, 
possibly commuting from 
nearby districts. As seen in 
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Table-3.3, most workers 
(89.8%) rent their homes, 
while only 10.2% own their 
residence. Monthly house 
rent rent averages 6,261.7 
Taka, with a wide variation 
(standard deviation = 
3,246.7 Taka). More than half 
of transport workers (53.4%) 
pay between 4,000–8,000 
Taka, re�ecting signi�cant 
housing cost burdens 
(Table-3.3).

Transport workers not living 
in Dhaka City permanently 
come from various divisions 
including Dhaka 33.3%, 
Mymensingh (25.9%) and 
Rangpur (18.5%). Lesser 
contributions are seen from 
Chottogram, Khulna, Barisal, 
and Rajshahi also. Among 
those living in Dhaka City 
temporarily, half (50%) is living in mess, 36.7% stay in garages or vehicles, highlighting 
precarious living conditions, and another 13.3% living in sub-let room Table-3.3). 

Family income and economic solvency: Monthly family income of the transport work-
ers of Dhaka City averages 26,583.7 Taka, with signi�cant variation (standard deviation = 
13,699.37 Taka). More than one-fourth (27.7%) earn up to 20,000 Taka, while 36.4% earn 
more than 30,000 Taka. Despite income levels, 41.9% of families report a de�cit in 
economic solvency, while 38.7% balance their income and expenditure (Table-3.3).

Findings reveal that most transport workers of Dhaka City are in their economically active 
years but face challenges such as low educational attainment and precarious housing, 
limiting opportunities for upward mobility. The prevalence of rental housing and non-res-
idential living arrangements (e.g., garages) suggests inadequate housing options for 
low-income transport workers in Dhaka. High living costs and a large proportion of fami-
lies facing �nancial de�cits indicate that many transport workers struggle to achieve 
economic stability. A signi�cant portion of the workforce originates from outside Dhaka, 
showing the city’s pull as an economic 
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3.2 Occupational pro�le of the transport workers

3.2.1 Duration of involvement in present occupation

Table-3.4 presents the distribution of transport 
workers by the number of years they have been 
involved in their current occupation. The mean 
duration is 11.8 years, with a wide range from 
0.1 to 40 years. Notably, 29.4% of workers have 
less than �ve years of experience. While 66.7% 
have worked in their occupation for 15 years or 
less, and 78% have worked 20 years or less. A 
considerable proportion (14.1%) have been 
working for over 25 years. Findings highlight a 
diverse workforce in terms of tenure, with a 
substantial proportion having long-term 
engagement in the sector.

3.2.2 Nature of engagement in present occupation

As shown in Table-3.5, 91.9% of transport workers 

are engaged full-time in their present occupation. 
Only a small proportion (5.0%) work part-time, with 
minimal representation in seasonal (1.3%) or irregu-
lar/optional (1.8%) roles. This underscores the 
predominance of full-time work, re�ecting the 
sector’s role as a primary source of livelihood.

3.2.3 Hours of work of the transport workers of Dhaka City

Summary of the work hours of transport workers in Dhaka City’s informal sector by the 
type of transport have been presented in Table-3.6. The Table provides insights into the 
average workdays per week, total work hours per week, and average work hours per day. 
Most transport workers work 6–7 days per week, indicating a heavy work schedule with 
limited rest. Bus drivers and conductors work fewer days (4), suggesting that their work 
may involve longer, 
more intense shifts. 
In fact, they work as 
long as 18 hours in 
a day on working 
days (3-4 days in a 
week) and take rest 
for the rest of the 
days (Table-3.6).

28

As seen, total weekly hours vary widely, from a minimum of 7 hours to a maximum of 126 
hours. Workers like Leguna drivers report the highest average weekly hours (78 hours), 
re�ecting a grueling workload. 

Across all transport types, the average is 10 hours per day, a �gure that far exceeds the 
standard 8-hour workday. The Leguna driver group records the longest average daily 
hours (11 hours), while Uber motorcycle drivers report slightly fewer hours (9 hours per day).

If transport of the workers is considered, Paddle rickshaw workers are close to the overall 
average with 6 workdays, 70 weekly hours, and 10 daily hours. Battery rickshaw and Uber 
CNG drivers work 7 days a week but maintain relatively average daily hours (10 hours). 
Workers like bus drivers and conductors maintain similar daily hours despite fewer work-
ing days, highlighting a more intense workload during their active days as mentioned 
above. The minimum weekly hours (7 hours) re�ect part-time or irregular participation in 
the sector. The maximum daily hours (18 hours) suggest extreme cases of labor exploita-
tion, poor working conditions, or survival-driven overwork.

Findings re�ect the precarious conditions of informal transport workers in Dhaka. The 
long hours, limited rest, and exposure to climate risks demand urgent policy interven-
tions to ensure a sustainable and fair working environment. Developing a policy brief and 
a trade union position paper, as outlined in the study, would be crucial in addressing 
these challenges and advocating for the rights and well-being of these workers.

3.2.4 Ownership of transport of transport workers
Despite slightly less than one-fourth (23%) of transport workers found own the transport 
they operate; the fact is almost all ‘uber motorcycle’ operators (98.5%) and more than 
one-fourth of ‘battery rickshaw’ operators have contributed to this proportion (Table-3.7). 
In fact, the proportions of 
operators own their transport 
is negligible, 0 to 4.7 percent 
only. The majority of ‘paddle 
rickshaw’ (95.3%) and ‘leguna 
drivers’ (96.9%) lease their 
vehicles, mostly on monthly 
basis. ‘Bus workers’ (driver & 
conductor) exhibit signi�cant 
reliance on salaried positions 
(34.8% and 12.0%, respective-
ly). Findings clearly show that 
monthly leasing dominates as 
the primary form of ownership 
of transports workers operate.  
across most worker groups, 
potentially limiting their 
autonomy and �nancial 
returns. 
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3.2.5 Income of transport workers

On average, transport workers of Dhaka 

City earn a modest BDT 758/-. The standard 
deviation of 289.2 indicates a signi�cant 
variability among di�erent types of trans-
port workers (Table-3.8). Bus drivers earn 
the highest average daily income (BDT 
1,134.8), while paddle rickshaw drivers 
earn the lowest (BDT 612.8). The income of 
battery rickshaw and bus conductors are 
also considerably lower BDT 666.7 and 
689.0 respectively.

As shown in Table-3.9, salaried transport workers have the highest average daily income 
(BDT 1,009/-, while leased workers earn the 
least (BDT 726/-). Self-owners earn an aver-
age of BDT 797/- daily, indicating moderate 
�nancial bene�ts compared to other own-
ership types.

Findings reveals the extensive labor demands and economic disparities among transport 
workers of informal sector in Dhaka City. While some roles, such as bus drivers, yield 
higher incomes, others face limited earnings and reliance on leasing arrangements. These 
�ndings highlight the need for targeted interventions to ensure fair wages, manageable 
workloads, and sustainable livelihoods for these workers in the context of climate change 
and a just transition framework.

3.4 Awareness among transport workers about the impacts of climate change in 
 Dhaka City

Ten indicators about key areas adversely impacted by climate change in Dhaka City were 
used to assess the awareness of the transport workers (Table-3.10). Respondent transport 
workers were asked to answer one of the �ve alternative answers: “increased a lot,” “slight-
ly increased,” “remains same,” “slightly decreased,” and “decreased a lot”. In the analysis, 
answers were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative 
to positive impacts of climate change. By this way the total score for a respondent could 
be +20, with -20 indicating maximum adverse impacts, as such, maximum awareness of 
the transport workers regarding the adverse impacts of climate change and +20 indicate 
maximum favorable impacts of climate change, as such, totally unaware of the adverse 
impacts of climate change. The total score obtained for each respondent, then, divided 
into four categories as: Aware of very high climate hazards (score: -20 to -11), Aware of 
high climate hazards (Score: -10 to -6), Aware of moderate climate hazards 
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(Score: -5 to -1), and not aware of any climate hazard (Score: 1-7). The results are presented 
in Table-3.10 and Table-3.11.

3.4.1 Awareness levels of transport workers about climate hazards

The awareness of transport workers about climate change hazards is summarized based 
on the categorized scores (Table-3.10). If overall awareness level is considered, about 
52.9% of all respondents are "Aware of high climate hazards," and only 11.8% are in the 
"Aware of very high climate hazards" category. This re�ects a general understanding of 
climate change but suggests room for improvement in recognizing its intensity and 
multifaceted impacts.

If the type of transport workers operate is considered, the lowest mean score of -8.1, Uber 
Motorcycle drivers demonstrate the highest awareness of adverse climate impacts. A 
signi�cant majority (24.6%) fall into the category "Aware of very high climate hazards," 
while 52.3% are "Aware of high climate hazards." These workers may have better access to 
information via digital platforms or community discussions, given their reliance on 
app-based services.

Bus Drivers and Uber CNG Drivers have relatively high awareness, with mean scores of 
-7.5. Bus drivers have a notably high proportion (19.6%) in the "Aware of very high 
adverse impact" category. This may stem from their extended exposure to environmental 
challenges like air pollution and heat during long working hours on the road.

Leguna and Paddle Rickshaw Drivers with mean scores of -4.5 (Leguna) and -5.3 (Paddle 
Rickshaw), these groups show comparatively lower awareness. A signi�cant portion of 
these workers fall into the "Aware of moderate adverse impact" category, suggesting 
limited understanding of how climate change in�uences their work or environment. This 
could be due to limited access to education and information resources.
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3.4.2 Area-wise awareness (key indicators)

Transport workers' awareness of speci�c climate-related phenomena varied signi�cantly 
across indicators. These are described below (Table-3.11). It is worth mention that the 
score for each indicator falls between +2, with -2 indicates maximum adverse impacts 
while +2 indicates maximum favorable impacts of climate change.

Summer season (temperature and duration): Scores for temperature during summer 
range from -1.69 (Leguna Drivers) to -1.91 (Paddle Rickshaw Drivers), indicating wide-
spread recognition of increased temperatures. Awareness about the prolonged duration 
of summer is similarly high, with mean scores between -1.44 (Leguna Drivers) and -1.92 
(Uber CNG Drivers). These �ndings highlight the acute experience of heat stress among 
workers exposed to outdoor environments.

Air pollution and dust: The scores for awareness about air pollution, among workers of 
di�erent transport operators, range from -1.11 (Paddle Rickshaw Drivers) to -1.95 (Uber 
Motorcycle Drivers). Higher awareness among app-based drivers may result from better 
media exposure and personal experience with respiratory issues.

Rainfall and waterlogging: Awareness about waterlogging showed mixed results, with 
scores ranging from +0.59 (Bus Drivers) to -1.54 (Uber CNG Drivers). Similarly, scores for 
the amount of rain during the rainy season were near neutral or even positive, indicating 
confusion or inconsistent perceptions among workers. This variability suggests the need 
for clearer information about how climate change alters rainfall patterns and urban 
�ooding.
Thunderstorms and cyclones: Perceptions of increased thunderbolt frequency were 
generally low, with some positive scores (+0.92 for Bus Conductors). Cyclones were 
perceived as slightly more frequent, but awareness levels still varied. For instance, Bus 
Drivers had the highest mean score (+1.54), showing a lower awareness compared to 
Uber drivers (-0.02 for Motorcycles).

Winter season: Awareness of temperature changes in winter was low compared to 
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summer, with mean scores ranging from +0.00 (Bus Drivers) to +1.03 (Leguna and Paddle 
Rickshaw Drivers). This suggests that winter changes are less noticeable or less impactful 
on the daily lives of these workers compared to summer conditions.

Findings show that transport workers who rely on technology or app-based platforms 
(Uber CNG and Motorcycles) generally show better awareness, potentially due to higher 
education levels or exposure to climate-related content. While traditional workers (e.g., 
Rickshaw and Leguna drivers) may have limited understanding due to socioeconomic 
barriers. Heat stress and air pollution are widely acknowledged, re�ecting their immedi-
ate and visible impacts on workers' health and productivity. In contrast, less visible or 
episodic phenomena like cyclones or thunderstorms are less understood, leading to 
inconsistencies in awareness scores. Workers with better access to education and infor-
mation (e.g., Uber drivers) tend to have higher awareness, while manual laborers or those 
in traditional jobs (e.g., Rickshaw drivers) lag behind.

3.5 Impact of climate change on work and livelihood of transport workers in 
 Dhaka City

Sixteen  indicators about key areas of work and livelihood were used to assess the adverse 
e�ects of climate change on transport workers (Table-3.12). Respondent transport work-
ers were asked to answer one of the �ve alternative answers: “increased a lot,” “slightly 
increased,” “remains same,” “slightly decreased,” and “decreased a lot”. Obtained answers 
were quanti�ed by scoring -2, -1, 0, +1, and +2 respectively indicating negative to positive 
impacts of climate change. By this way, the total score for a respondent could be +32(16 
X +2) with -32  indicating maximum adverse impact impact of climate change on the 
work and livelihood of transport workers and +32 indicating maximum favorable impact. 
It is evident that, overall, all transport workers mentioned adverse e�ects of climate 
change, i.e., scored negative, on their work and livelihood. We categorized the total score 
into four categories as: Impacted at very high level (Score: <22), Impacted at high level 
(Score:-21 to -15), Impacted at medium level, (Score: -14 to -8), Impacted moderately 
(Score: -7 to -1). The results are presented in Table-3.12 & Table-3.13.
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3.5.1 Severity of impact of climate change among on work and Livelihood of 
 transport workers

The results presented in Table-3.12 indicate that all groups experienced a negative 
impact on their work and livelihood, with varying levels of severity. The total mean score 
across all groups is -16.0, re�ecting a high adverse impact of climate change on work and 
livelihood of transport workers. Of the workers, 17.5% fall in "Impacted at a Very High 
Level," highlighting the severe vulnerabilities faced by certain transport worker groups. 
Impacted at very high level (Score: < -22): Uber CNG drivers (57.1%) dominate this catego-
ry, with a mean score of -21.4, the highest adverse impact across all groups. This suggests 
that app-based drivers face severe challenges, potentially because of higher living costs 
and maintenance expenses associated with their operations.

Impacted at high level (Score: -21 to -15): Bus drivers (60.9%) and Battery Rickshaw 
drivers (57.1%) show signi�cant representation in this category. These workers often 
endure long working hours and are heavily exposed to adverse weather conditions, 
contributing to their higher impact scores.

Impacted at medium level (Score: -14 to -8): The majority of Leguna drivers (65.6%) and 
Paddle Rickshaw drivers (42.2%) fall into this category. These workers experience moder-
ate levels of climate-related challenges due to the nature of their work, which involves 
shorter distances or less mechanical dependency.
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Impacted moderately (Score: -7 to -1): A smaller proportion of workers, such as Paddle 
Rickshaw drivers (9.4%) and Battery Rickshaw drivers (12.7%), reported relatively lower 
adverse impacts, suggesting slightly better adaptability or resilience to climate e�ects.

3.5.2 Area-wise impact of climate change on work and livelihood of transport 
 workers

Data in Table-4 presents how climate change impacts speci�c areas of work and liveli-
hood for transport workers across di�erent transport types. It is worth mention that the 
maximum score for an individual indicator could be -2.00 indicating severe impact.

Extent of living cost: Scores range from -1.83 (Battery Rickshaw) to -2.00 (Leguna drivers), 
with a total mean of -1.92. Rising living costs signi�cantly a�ect all groups, with the worst 
impact observed among Leguna drivers. This re�ects the broader economic pressures of 
urban in�ation exacerbated by climate change.

Su�erings in habitat during summer heat: Scores range from -1.42 (Paddle Rickshaw) 
to -1.87 (Battery Rickshaw), with a total mean of -1.69. Heat stress is a signi�cant challenge 
for transport workers who spend extended hours outdoors. 

Cost of food during work: With a total mean of -1.65, the increasing cost of food a�ects 
all groups, especially Paddle Rickshaw drivers (-1.94) and Leguna drivers (-1.97). This 
indicates the compounding e�ects of in�ation and disrupted food supply chains due to 
climate change.

Vehicle maintenance cost: The total mean score is -1.57, re�ecting the increased wear 
and tear caused by extreme weather. Bus conductors (-1.74) and Uber CNG drivers (-1.73) 
experience the highest impact, likely due to heavy dependence on motorized vehicles.

Treatment costs: Scores indicate rising treatment costs across all groups, with a total 
mean of -1.50. Uber CNG drivers (-1.75) face the worst impact, potentially due to longer 
exposure to polluted environments and extreme weather.

Income from occupation: Despite signi�cant challenges, the impact on income appears 
moderate, with a total mean of -0.81. However, Bus drivers (-1.30) and Bus conductors 
(-1.14) reported higher adverse impacts, possibly due to seasonal disruptions like water-
logging or reduced passenger demand.

State of employment security: Scores indicate moderate impact, with a total mean of 
-0.64. Uber CNG drivers (-1.29) reported higher insecurity, likely due to �uctuating 
demand and operational costs.

Number of road accidents: The total mean score is -0.16, with relatively neutral or mixed 
perceptions. This indicates that climate-related accidents are not perceived as a primary 
issue compared to other indicators.

Findings show that Living costs, summer heat, and food expenses are the most adversely 
a�ected areas, directly impacting workers' livelihoods. Health-related costs and vehicle 
maintenance also contribute signi�cantly to the overall negative impact. Among the 
di�erent transport workers, Uber CNG drivers experience the highest overall adverse 
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impact due to rising living costs, maintenance expenses, and exposure to extreme weath-
er. Bus drivers and Battery Rickshaw drivers also report severe impacts, re�ecting their 
exposure to tra�c congestion, heat stress, and maintenance challenges. Leguna and 
paddle rickshaw drivers report relatively lower adverse impacts, likely due to the localized 
nature of their work and limited dependency on mechanized systems. This could be 
attributed to their lower level of education

3.6 Occupational mobility of the transport workers

The occupational mobility of transport workers in Dhaka city provides valuable insights 
into how informal sector workers respond to economic, social, and environmental 
challenges. Below is a detailed analysis of the �ndings from the four tables.

3.6.1 Extent of occupational change

Data reveals signi�cant occupational mobility among transport workers of Dhaka City. 
Overall, 51% of workers reported changing their occupation (Table-3.14). Workers in 
Battery Rickshaw (76.2%) and Uber Motorcycle (64.6%) sectors show the highest rates of 
occupational change, indicating higher 
dynamism or instability in these jobs. In 
contrast, Bus Drivers (15.2%) exhibit much 
lower occupational mobility, suggesting 
relatively greater stability in this role. Bus 
Conductors (36%), Leguna Drivers (43.8%), 
and Uber CNG (40.6%) fall between these 
extremes, re�ecting moderate occupational 
change rates.

Findings show that jobs with higher occu-
pational mobility often indicate vulnerabili-
ty due to economic instability, health risks, 
or other push factors. The lower mobility of 
bus drivers may stem from the specialized 
skill set required for the role or fewer alter-
native opportunities for skilled drivers.

3.6.2 Place of previous occupation or 

work

A signi�cant majority of workers (65.2%) reported their previous work location as Dhaka, 
emphasizing the city's role as a hub for employment opportunities (Table-3.15). Workers 
from rural areas (23.2%, particularly villages) migrated to Dhaka, primarily seeking better 
livelihoods.

Workers in Battery Rickshaw (64.6%), Bus Driver (71.4%), and Uber Motorcycle (83.7%) 
primarily reported Dhaka as their previous workplace. In contrast, Paddle Rickshaw 
(58.5%) workers predominantly came from villages, possibly due to the lower skill thresh-
old required for this occupation.
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Urbanization and rural-to-urban migra-

tion are critical drivers of occupational 
mobility, re�ecting the informal sector's 
capacity to absorb surplus labor from 
rural areas. Workers in modern or tech-
nology-driven roles (e.g., Uber Motorcy-
cle) are predominantly from urban 
settings, suggesting an urban-biased 
access to these opportunities.

3.6.3 Previous occupation of transport workers

The majority of workers transitioned from diverse backgrounds, re�ecting the informal 
sector's absorptive capacity. A signi�cant proportion (17.2%) transitioned from 
small-scale business or petty business, possibly due to business failures or instability 
(Table-3.16). Day Laborers are prominent among Paddle Rickshaw (29.3%) and Leguna
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Drivers (46.7%), indicating movement from physically demanding roles. Garment workers 
representing 9.6% overall, this group highlights the linkage between the garment sector 
and transport roles, often due to layo�s or low wages in the garment industry. Finally, a 
notable portion transitioned from similar roles, emphasizing skill transferability in the 
transport sector.

Findings reveal that the transition from unstable or low-income occupations to transport 
work indicates a coping mechanism for economic survival. Variations in previous occupa-
tions suggest the informal transport sector accommodates workers with diverse skill sets, 
particularly in times of economic distress.

3.6.4 Reasons for occupational change

Economic causes such as low salary/income (48.0%), lack of job security (14.6%), and job 
loss (14.1%) dominate as reasons for occupational change. Loss in business (10.1%) 
underscores the vulnerability of self-employed individuals in the informal economy 
(Table-3.17). Environmental causes 
like natural �oods and drought 
(6.6%) and extreme heat (6.6%) 
highlight the impact of climate 
change on rural livelihoods. High 
health risk (5.5%) and excessive 
laboriousness (6.1%) also contrib-
uted to mobility, re�ecting the 
physical toll of certain occupations.

Economic instability is the primary

driver of occupational mobility, 
exacerbated by climate-related 
challenges. The informal transport 
sector often serves as a fallback 
option for workers displaced by 
environmental or economic 
factors, though it presents its own 
set of vulnerabilities.

The �ndings highlight the precarious nature of employment in the informal sector and its 
vulnerability to economic, social, and environmental disruptions. The transport sector, 
while o�ering short-term employment, does not guarantee stability or security. Findings 
also provide a foundation for developing a policy brief and a trade union position paper, 
advocating for a just transition framework for informal sector workers.

3.7 Measures taken by the transport workers to protect against the adverse 
 e�ects of climate change

The transportation sector, particularly the informal economy involving rickshaw pullers, 
bus operators, and platform-based transport workers, is highly vulnerable to the impacts 
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of climate change. In Dhaka city, transport workers employ various strategies to cope 
with climate-related challenges, including heat waves, heavy rainfall, and �ooding. This 
chapter explores the adaptive measures employed by transport workers to mitigate the 
adverse e�ects of climate hazards and provides insights into the strategies, costs, and 
challenges they face.

3.7.1 Measures taken against impacts of climate change

The overall rate of taking measures against climate change (65.9%) indicates a moderate 
level of awareness and adaptation across transport workers (Table-3.18). Uber CNG and 
Motorcycle workers have a 
high percentage of taking 
measures (93.8% and 
89.2%, respectively). This 
could be attributed to 
their relatively better earn-
ings and exposure to tech-
nology and app-based 
systems that demand 
adherence to service stan-
dards. Battery Rickshaw 
workers also exhibit a 
strong tendency to adapt 
(82.5%), re�ecting their 
reliance on mechanized systems prone to climate-induced damage. On the other hand, 
Bus conductors (28%) and Leguna drivers (37.5%) show a much lower adaptation rate, 
potentially due to limited resources or lack of awareness. This makes them highly vulnera-
ble to climate-induced disruptions.

3.7.2 Speci�c measures taken to protect from climate hazards

Behavioral changes: Reducing work hours/trips is the most frequently used adaptation 
strategy (73.9%), possibly re�ecting workers' attempts to balance productivity and health 
during adverse weather conditions. Frequent rest adopted by 43.5%, it highlights a prac-
tical response to physical strain caused by extreme weather. Uber Motorcycle workers are
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 particularly proactive in this regard. Change of work hours in the day is also widely adopt-
ed (37.9%), especially among Uber workers, indicating their �exibility in adjusting work 
patterns to avoid extreme weather conditions (Table-3.19). 

Physical measures: The use of protective gears such as umbrellas, raincoats, and hats is 
variable. Uber workers lead in this category, likely due to better �nancial capacity to 
purchase such tools. Hydration (e.g., drinking water or juice) is less common (4.3%), 
suggesting a potential area for improvement through awareness campaigns.

3.7.3 Use and cost of protective equipment

Purchase of protective tools: A signi�cant majority of transport workers (71.7%) 
purchase protective equipment, such as umbrellas, raincoats, and hats. Uber motorcycles 
(89.2%) and CNG drivers 
(87.5%) workers are the most 
likely to buy protective equip-
ment, re�ecting both their 
greater exposure to weather 
conditions and higher incomes 
(Table-3.20). The proportions of 
Battery Rickshaw Driver 
(77.8%), Leguna Driver (71.9%), 
Bus Driver 69.6%), and Paddle 
Rickshaw Drivers (67.2%) are 
also purchasing protective 
equipment in the face of 
climate hazards indicating very 
high rates of use of protective equipment.

Types of protective equipment used: Raincoats are the most common (51.8%), particu-
larly among Uber Motorcycle workers (87.9%). Medicine use (41.2%) is also prevalent, 
highlighting health-related challenges due to adverse conditions (Table-3.21). 
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Items like gloves (8.2%) and jackets (6.5%) are rarely used, possibly due to their cost or 
lack of availability. Bus Conductors and Leguna Drivers show minimal use of protective 
tools, indicating a lack of resources or awareness.

Average annual cost: On average, transport workers spent approximately BDT 11872/- 
annually. The high standard deviation indicates wide variation among workers of di�er-
ent types of transport. Uber CNG workers spend the most on protective measures (BDT 
40,276.19), indicating their capacity to invest in safety and comfort (Table-3.22). 

In contrast, Paddle Rickshaw and Battery Rickshaw workers spend signi�cantly less (BDT 
~2,200), highlighting �nancial constraints. These disparities underline the need for 
targeted �nancial support or subsidies to ensure equitable access to protective measures.

3.7.4 Vehicle modi�cations and associated costs

Changes in vehicle parts: Prolonged exposure to excessive heat and recurrent waterlog-
ging or �ooding leads to accelerated wear and tear of vehicle components, making 
frequent replacements or repairs unavoidable. These environmental stressors a�ect 
critical parts such as engines, brakes, tires, electrical systems, and structural elements, 
especially in vehicles operating in urban areas like Dhaka City. For instance, intense heat 
can cause overheating, damage to rubber components, and reduced e�ciency of cooling 
systems, while waterlogging can lead to corrosion, damage to electrical wiring, and 
mechanical failures.

The cumulative cost of these repairs places a substantial �nancial burden on transport 
operators, particularly those in the informal sector with limited income and access to 
resources. Rickshaw pullers, bus drivers, and other small-scale operators often struggle to 
absorb these costs, which 
directly impact their liveli-
hood. Without adequate 
support systems, such as 
subsidies for repairs, access to 
durable parts, or climate-resil-
ient infrastructure, the 
economic strain continues to 
grow, jeopardizing their abili-
ty to sustain operations. This 
highlights the urgent need for 
targeted interventions to 
alleviate the burden and 
promote long-term resilience 
among transport workers.
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The overwhelming majority of transport workers (81.3% overall) have to replace vehicle 
parts due to climate-related wear and tear (Table-3.23). The necessity is most pronounced 
among battery rickshaw drivers (95.2%), Uber motorcycle drivers (93.8%), CNG Drivers 
(91.7%), and Paddle Rickshaw (81.3%). Others reported relatively low proportions,, i.e., 
Bus Conductors (66.0%), Leguna Driver (65.6%), Bus Drivers (60.9%) reported ,

Cost of vehicle repairs: The cost burden varies dramatically. Bus Conductors (annual BDT 
141,109.09) and Bus Drivers (annual BDT 67,578.57) incur the highest costs, re�ecting the 
complexity and expense of maintaining larger vehicles (Table-3.24). In contrast, Paddle 
Rickshaw and Leguna Drivers face much lower costs, though even these amounts can be 
a signi�cant burden relative to their income.

It is evident from the �ndings of these 
sections that Mechanized transport types
experience higher maintenance costs, 
necessitating systemic support to alleviate 
�nancial pressures. App-based and mecha-
nized transport workers exhibit higher 
adaptation rates, while traditional and 
lower-income workers (e.g., Bus Conductors, 
Leguna Drivers) lag behind. Protective mea-
sures and vehicle repairs constitute a signi�-
cant economic burden, with substantial 
variability across worker types. This ampli-
�es existing income disparities in the informal transport sector. Limited use of protective 
tools such as gloves, jackets, and hydration strategies highlights areas for intervention to 
improve health and safety. Climate change exacerbates vulnerabilities for workers in the 
informal transport sector, particularly those with limited �nancial resources or institution-
al support.

3.8 Job security and just transition in the face of climate change

3.8.1 Concerns about job security of the transport workers

Three-fourths of the 

transport workers of 

Dhaka City mentioned 
that they are either ‘very 
much concern’ (39.3%) or 
‘more or less concern’ 
(35.4%), while another 
25%  ‘not concerned’ 
about job security due to 
climate change 
(Table-3.25). The highest 
level of concern is 
observed among Uber 
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Motorcycle drivers (56.9%) and bus conductors (52.0%), while Battery Rickshaw drivers 
exhibit the lowest (15.9%). Rickshaw pullers and Leguna drivers also show elevated levels 
of concern, indicating the vulnerability of those in less formalized or regulated roles. The 
concern re�ects uncertainty about the viability of their professions due to environmental 
challenges. Informal workers without �nancial or institutional safeguards are dispropor-
tionately a�ected.

Willingness to continue current jobs: A majority (76.2%) of workers feel they have no 
choice but to continue their current jobs despite adverse conditions emerging due to 
climate change (Table-3.26). This 
re�ects the helplessness of the 
transport workers in Dhaka City. 
Uber Motorcycle drivers are the 
least likely to persist (47.7%), 
suggesting greater �exibility or 
access to alternative opportuni-
ties compared to others. While 
Bus drivers (89.1%) and Uber 
CNG drivers (90.6%) show their  
highest helplessness in this 
regard and expressed their 
willingness to remain, re�ecting 
dependence on their roles for 
livelihood. Economic necessity 
drives many workers to endure worsening conditions. However, Uber Motorcycle drivers' 
lower commitment could indicate that younger or more mobile workers may explore 
other options.

Skill training of transport workers: An overwhelming majority (93.5%) of transport 
workers lack formal skill training; 
only 6.5% have formal training 
(Table-3.27). Uber Motorcycle 
drivers (20%) and Battery 
Rickshaw drivers (9.5%) have 
slightly better access, but it 
remains inadequate overall. This 
lack of training limits workers' 
ability to transition to more 
sustainable or less climate-sensi-
tive employment sectors, perpet-
uating their vulnerability.
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3.8.2 Awareness about government/NGO programs and helps received

Awareness of government/NGO programs: Only 4.7% of workers are aware of any 
program addressing climate challenges (Table-3.28). That is, almost all transport workers 
never saw any 
government or NGO 

program addressing 

climate hazards. Data 
show that among the 18 
transport workers men-
tioned know about 
program, most 
heard-about programs 
include donations (61.1%) 
and emergency assis-
tance (50.0%). Awareness 
is the highest among 
Leguna drivers (25.0%), 
while others, such as 

Battery Rickshaw and Bus 
Drivers, are completely 
unaware (Table-3.29). This 
lack of awareness demon-
strates an information gap 
and a failure to engage trans-
port workers e�ectively. 
Programs, if any, need to be 
more visible and relevant.

Assistance needed to address challenges of climate change: Transport were asked to 
mention the areas of assistance they need to address the climate change hazards. Multi-
ple answers were allowed. Results are presented in Table-3.30. The
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primary needs identi�ed include �nancial support (79.8%), developed infrastructure 
(41.6%), and accessible healthcare (37.3%). Loan options 

for vehicle upgrades (33.5%) and adaptive climate training (31.8%) are also prioritized, 
highlighting practical 

challenges tied to livelihood and safety. These priorities align with the reality that trans-
port workers lack the resources to adapt their livelihoods to a changing climate. Policy 
measures should focus on providing direct �nancial and infrastructural support.

Assistance received: Only 6.0% of work-

ers reported receiving assistance, with 
the majority relying on personal aid or 
government funds (Table-3.31 & 
Table-3.32). NGO involvement is mini-
mal (4.3%). Assistance primarily 
includes blankets (42.9%), food 
(23.8%), and winter clothing (23.8%), 

with little focus on structural solutions 
(Table-3.32). Assistance provided is largely 
short-term and inadequate for addressing 
long-term challenges posed by climate change. A 
shift towards sustainable and capacity-building measures is crucial.
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3.9 Knowledge of transport workers about climate change, just transition, and 
 green development

This section provides a comprehensive view of the level of awareness among transport 
workers in Dhaka City about critical environmental concepts, i.e., climate change, green 
development and just transition  and their sources of information. 

3.9.1 Awareness of ‘climate change’

Only 33.1% of respondents have heard of the term "climate change." Uber Motorcycle 
drivers (66.2%) show the highest awareness, likely due to higher exposure to mobile tech-
nology and digital platforms (Table-3.33). While Uber CNG drivers (9.4%) and Battery 
Rickshaw drivers (23.8%) are the least aware. This could re�ect limited access to digital 
resources and educational 
materials in these groups. 
The low overall awareness 
indicates that most trans-
port workers lack founda-
tional knowledge of climate 
change, hindering their 
ability to understand and 
adapt to its impacts. The 
variance among groups 
suggests that younger, 
tech-oriented workers, such 
as Uber Motorcycle drivers, 
are better positioned to 
receive and process information about environmental issues.

The majority (56.8%) of respondents who have heard 
about climate change learned about it through TV or 
mobile devices. General discussions among people 
contribute 22.4%, while schools and colleges also 
play a signi�cant role (22.4%). Newspapers (1.6%) 
and social media (4.8%) are minimally cited as sourc-
es (Table-3.34).

Traditional media and informal conversations domi-

nate as information sources. However, the low contri-
bution from newspapers and social media suggests 
missed opportunities for targeted messaging 
through these channels. Additionally, the role of 
education highlights the importance of formal learn-
ing, which many informal workers might lack.
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3.9.2 Awareness of ‘green development’

Only 7.6% of respondents have heard the term "green development," indicating extreme-
ly low awareness (Table-3.35). Uber Motorcycle drivers again lead in awareness (24.6%), 
while other groups exhibit 
almost negligible familiarity 
with the concept (e.g., 
Battery Rickshaw drivers, 
1.6%). The term "green 
development" is largely 
unknown among transport 
workers. This 
indicates that environmen-

tal sustainability and devel-
opment concepts have not 
been adequately intro-
duced or contextualized for 
these groups. The slight 
increase in awareness 
among tech-savvy drivers suggests potential for outreach through digital means.

TV and mobile phones are the predominant sources (64.3%), followed by schools and 
colleges (35.7%). Newspapers (10.7%) and posters 
(7.1%) play minor roles (Table-3.36). As with climate 
change, media plays a critical role in disseminating 
information. However, the extremely low awareness 
even among those exposed to these sources 
suggests that messaging on green development is 
insu�ciently emphasized or poorly targeted toward 
informal workers.

Awareness of “just transition”: None of the respondents had heard of the term "just 
transition." This complete lack of awareness highlights the absence of discourse on the 
concept of a fair transition to sustainable practices within the informal transport sector. 
This is concerning, as "just transition" principles emphasize the protection of workers’ 
rights and livelihoods amid environmental shifts. Its omission re�ects a gap in labor and 
climate policy alignment.

The �ndings re�ect a pressing need to enhance awareness and education about climate 
change, green development, and just transition among transport workers in Dhaka City. 
This will require multi-stakeholder collaboration, innovative outreach strategies, and 
tailored programs that resonate with the unique characteristics of each worker group.
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 Addressing these gaps is essential to ensure that these workers are not left behind in the 
shift toward sustainable development.

3.10  Awareness of transport workers about labor rights and TUs and participation
 in TU activities

This detailed analysis provides an in-depth examination of the data presented in above 
tables highlighting critical gaps, challenges, and opportunities to improve awareness, 
rights, and participation among informal sector transport workers in Dhaka. It also 
outlines the implications for policy and advocacy.

3.10.1 Transport workers’ awareness of labor rights

Overall awareness: Slightly more than half of the workers (52.9%) are aware of one more 
labor right, while 47.1% are not at all (Table-3.37). Uber motorcycle drivers (84.6%) and 
battery rickshaw drivers (71.4%) 
have the highest awareness 
levels. While Bus drivers (21.7%) 
and paddle rickshaw workers 
(37.5%) report the least knowl-
edge. Higher awareness among 
Uber drivers re�ects their expo-
sure to formal platforms, digital 
literacy, and greater interaction 
with educated customers or 
app-based protocols. Low 
awareness among paddle 
rickshaw workers and bus 
drivers underscores the lack of 
outreach and education in tradi-
tional modes of transport. Limited formal 
training or engagement with unions 
contributes to this gap.

Awareness of speci�c labor rights:
When asked about speci�c labour rights, 
among the transport workers aware 
about labor rights, mentioned ‘right to 
decent wage’ (51.2%) most frequently. 
This is closely followed by ‘right to a safe 
working place’ (50.7%), ‘right to employ-
ment and work security’ (45.8%), ‘right of 
social security’ (37.4%). On the contrary, 
rights like fair speech (0.5%), pension 
schemes (1.5%), and legal aid (1.5%) are 
barely recognized (Table-2). It is evident 
that workers prioritize wage security and 
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safe working environments, re�ecting their immediate struggles in unsafe and poorly 
regulated conditions. While low awareness of pension schemes, legal aid, and fair speech 
points to systemic neglect in educating workers about their broader rights and long-term 
security.

3.10.2 Knowledge of TUs and Participation in TU activities

Existence of TU in job sector: A signi�cant majority (82.8%) of transport workers do not 
know of any TU/organization in 
their job sector, only 17.2% (66) 
transport workers know about 
TU/organization in their occupa-
tional. Bus drivers (43.5%) and 
conductors (34%) mentioned 
know about TU/orgniazation in 
their job sector (Table-3.39). On 
the contrary, Uber drivers 

(93.8%) and paddle rickshaw 

workers (90.6%) mentioned the 
least about the existence of 
TU/organization in their job 
sector. It is evident that tradi-

tional unions have failed to e�ectively reach informal sector workers, particularly those in 
newer, app-based modes of transport. The fragmented and weak presence of TUs in the 
informal sector diminishes their ability to represent workers e�ectively.

Membership in TUs: Only 66 of 384 transport workers covered in this study mentioned 
TU/organization exist in their job sector  (see Table-3.39). Of these 66 transport workers, 
only 40.9% are members of 
TU/organization (Table-3.40). 
This is only 7.0% of all transport 
workers covered in this study. 
Battery rickshaw drivers (83.3%) 
and Uber CNG drivers (75%) 
show relatively higher participa-
tion, while Leguna drivers and 
Uber motorcycle drivers have no 
reported membership. Workers 
who know about the existence of 
TU/organization in their job 
sector may still choose not to 
join, likely due to mistrust or 
perceived ine�ectiveness of 
these organizations. With a mere 7.0% (27 out of 384) actual TU membership rate, the 
informal sector su�ers from inadequate collective bargaining power.
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Name and programs of TU having membership: To get more information regarding TU 
activities, we asked the 27 transport 
workers who reported members of 
TUs about the name of the TU/organi-
zation and type of type of type of 
programs undertaken by those TUs. 
Table-3.41 presents the names of TUs. 
As seen membership is dispersed 
across 16 small organizations, with no 
single union dominating. 
It is evident from the data presented 

in Table-3.42, programs of TUs focus 
on immediate crises like “overlook the 
hassles created by law enforcement 
agencies” and “assistance to member 
in danger” (66.7% each), “help to pred-
icated the documents”, etc., while 
minimal focus on long-term support, 
such as savings/loans (18.5%) or 
addressing extreme weather (3.7%). 
Findings reveal that the lack of a 
uni�ed TU structure limits their reach 
and in�uence. Programs focus on 
addressing immediate crises (e.g., 

police issues, emergencies) rather than 
building resilience through proactive mea-
sures like climate adaptation or �nancial 
security.

Suggested programs for TUs to address 

climate change hazards: Given the fact 
that few transport workers are aware of TU, 
we asked all transport workers about what 
programs should be taken by the TUs to 
address the climate change hazards. Multi-
ple suggestions (response) were accepted. 
Data regarding this has been presented in 

Table-3.43. Financial assistance during 
natural calamities (50.4%) has been men-
tioned most frequently by the transport 

workers. ‘ensuring proper treatment’ and ‘providing legal aid’ (16.8% each) and ‘low-inter-
est loans’ (13.9%) and distribution of protective equipment (8.2%) also feature promi-
nently. Suggestions include awareness programs (7.4%), pressure for infrastructure like 
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toilets and parking (6.6%), and training to cope with climate impacts (6.6%). It is evident 
that the emphasis on �nancial aid highlights workers’ vulnerability during climate-in-
duced disruptions. Suggestions like climate change training (6.6%) and protective equip-
ment (8.2%) re�ect a growing, but still limited, understanding of adaptation needs.

3.10.3 Challenges in regard to knowledge and participation in TU activities

Low awareness: Almost half of the workers lack knowledge of labor rights, leaving them 
susceptible to exploitation. Over 80% are unaware of TUs, re�ecting poor outreach and 
representation.

Minimal TU participation: Only a fraction of workers are TU members, undermining 
collective bargaining e�orts. Existing TUs are fragmented and reactive, limiting their 
e�ectiveness.

Climate change vulnerability: Workers face severe climate impacts, yet TUs have limited 
programs to address these risks. Financial insecurity during natural calamities is a press-
ing concern.
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The data reveal signi�cant gaps in labor rights awareness, TU participation, and climate 
adaptation among Dhaka's informal transport workers. 

3.11 Transport workers concern and suggestions about climate change hazards

3.11.1 Concern about climate hazards expressed through discussion with others

Whether transport workers discuss climate change hazards: The data indicates that 
83.1% of transport workers have not had any discussions about climate change hazards 
with anyone, while only 16.9% have engaged in discussions (Table-3.44). This suggests a 
signi�cant lack of awareness or 
initiative among transport 
workers to address or even talk 
about climate-related 
challenges. The highest 
proportion of discussions 
occurred among Uber CNG 
drivers (34.4%), followed by 
Paddle Rickshaw drivers 
(25.0%) and Leguna drivers 
(21.9%). In contrast, the lowest 
rates were among Battery 
Rickshaw drivers (4.8%) and 
Bus Drivers (4.3%).

Persons discussed with: The discussions that did occur were primarily held with friends 
or colleagues (81.5%), re�ecting the workers’ 
reliance on peer networks for support and 
exchange of ideas (Table-3.45). Family members 
(23.1%) were the second most common discus-
sion partners, while interactions with authorities 
like car owners or transport unions were minimal 
(4.6%). This demonstrates a lack of engagement 
with formal or organizational bodies that could 
in�uence policy or provide support.

Subject of discussion: The majority of discussions focused on extreme weather events 
(90.4%), such as cyclones, �oods, and 
droughts. Other topics, like deforestation 
or tree plantation (3.8%), and speci�c 
issues like adverse e�ects on day laborers 
(1.9%) or requesting help during accidents 
(1.9%), were rarely mentioned. This high-
lights a narrow understanding of climate 
change impacts, with most workers associ-
ating it with immediate and observable 
weather extremes.
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3.11.2 Measures suggested by transport workers to mitigate climate change 
 hazards

Workers proposed a wide array of measures to reduce the impact of climate change. The 
most frequent suggestions include:

Road renovation and development (33.6%): A re�ection of poor infrastructure condi-
tions that exacerbate di�culties during extreme weather.

Tree plantation (28.6%): A signi�cant proportion emphasized environmental rehabilita-
tion.

Elimination of waterlogging (21.1%): Indicative of urban drainage problems, especially 
during heavy rains.

Provision of protective equipment (20.5%) and free food and water (19.6%): High-
lighting the immediate needs of workers exposed to extreme weather.

Other notable suggestions include �nancial donations (19.0%), a�ordable medical treat-
ment (14.9%), and construction of restrooms or safe shelters (11.0%).

Less commonly mentioned but insightful recommendations include awareness 
programs (6.3%), improved drainage systems (5.7%), and public toilets (4.5%). These 
point to systemic gaps in infrastructure and social support that need to be addressed.
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This chapter presents the findings derived through the qualitative approach of the 
present study. It is worth mentioning that qualitative approach included  4 Focus 
Group Discussions (FGDs) with the representatives of TUs of different transport 
workers, 7 Key Informant Interviews (KIIs) with experts from the concerned organi-
zations, 4 case studies with the transport workers, a meeting with policymakers and 
experts, a consultation session, and a national dissemination seminar. Data 
obtained were processed and analyzed using thematic approach and presented in 
the following sections.
4.1 Impact of climate change on transport sectors 
The informal sector is a leading job opportunity in our country. Without institutional 
structure, the jobs that generally do not have the chance to obtain legal protection 
are known as informal jobs. Many workers are involved in the informal sector, and 
the transport sector covers a large part of this sector. Climate change has a direct 
adverse impact on the workers in this area. 
4.1.1 Reduction of working hours
Workers' wages in the informal economy are determined by working hours. More 
engagement at work may lead to higher income increases for workers. The informal 
transport sector laborers are now compelled to reduce their working hours due to 
extreme weather conditions. 
 The TU member of Paddle Rickshaw supposed that “Rickshaw pullers don't  
 get a chance to rest in extreme heat, so they get weak and tired very quickly  
 and can't drive for a long time.”    FGD with Rickshaw TU & Bus workers
4.1.2 Impact of climate change on job security of transport workers 
Job vulnerability among transport workers, especially rickshaw pullers, is a growing 
concern from the perspective of job security and just transition which is exacerbated 
by present climate hazards. Paddle rickshaw pullers usually have to do a lot of phys-
ical hardships. Climate hazards make their job even harder, leading to frequent 
illness and reduced productivity. Despite Paddle Rickshaw being eco-friendly, 
excessive physical suffering compels the drivers to leave behind the profession. As 
a result, many are turning to battery rickshaws, which require less effort so that they 
can drive longer hours to ensure more income. 
 FGD with Paddle Rickshaw TU members explained that “Driving a pedal   
 rickshaw requires a lot of effort. Climate hazards, such as excessive heat,  
 makes the rickshaw pullers sweat, and they fall sick quickly. Though the   
 paddle rickshaw is not detrimental to the environment, the paddle rickshaw  
 is on the verge of being closed due to excessive physical hardships.” The TU  
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 members of Battery Rickshaw Puller also agreed with this statement, and   
they mentioned that “the demand for battery rickshaws is increasing day by day”.

Climate change hazards make informal transport workers more vulnerable and job 
insecure. 
 “In the current weather conditions, maintaining my workload is becoming   
 increasingly difficult. Sustaining this level of work requires physical strength.  
 As long as I have the strength, I can manage, but if my capacity diminishes,  
 I won’t be able to continue. With age, my ability to work is gradually declining”  
 (Case study with Uber Biker). 
Similarly, a CNG Driver, during case study mentioned that adverse weather coupled 
with increasing competition among the transports  like motorcycles, private cars, 
and autorickshaws compelling the drivers to shift from this occupation though they 
have little opportunity to secure their livelihood in other job sectors. 
 “There is no chance to go to another sector, even if it is difficult; we have to  
 stay here. Earlier, my income was good; I used to get 1500 BDT per day.   
 Now, there are many cars on the road. Motorcycles and private cars also   

take passengers on the trip. Hondas and autorickshaws are most responsible  
 for decreasing the income of CNG drivers.”
The survey respondents claimed that if the current weather conditions continue, the 
rickshaw pullers will be forced to leave this occupation. But Rezaul Karim, a 
rickshaw puller in the case study, thinks that no matter how difficult it is to drive 
rickshaws due to adverse climate change, rickshaw pullers cannot leave the sector. 
Because to enter this profession, no investment is required, but if anyone wants to 
do anything else, investment will be required. Besides, the government of our coun-
try could not create alternative job opportunities for the workers in this sector.  So, 
no matter how hard the rickshaw pullers can't leave this profession.
 “No, there’s no way people will leave this profession. With the poverty they  
 are facing, if they leave this job, there is no other sector created by the   
 government where they can sustain their families. When it’s hot, it’s compli 
 cated, and sometimes it causes health issues like a stroke. In the village,   
 doing something else requires a lot of investment, but driving a rickshaw   
 doesn’t require any investment. (Rezaul Karim, Rickshawpuller)
The Decent Work agenda emphasizes job security for workers, but it is highly 
ignored in the informal economy, like the transport sector in Bangladesh. and this 
study suggests that authorities should take the proper initiatives to ensure job secu-
rity for the workers involved in this informal sector.
4.1.3 Increased maintenance and operational costs
Uber car drivers and battery rickshaw pullers face increased maintenance costs due 
to climate-hazards that leading to faster degradation of vehicle parts. 

According to FGD with TU Representatives of Uber Car Drivers “Car maintenance  
 costs have increased a lot. At present, the drains are blocked, which creates  
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 a waterlog, which makes it difficult to move on the roads, and various specks  
 of dirt are picked up and deposited on the roadsides, making the roads   
 narrow, making it difficult to drive properly. During the waterlogs, the water  
 enters the car's machine. Moreover, the internal parts of the car's machine  
 are devastated very quickly due to extreme heat. The price of the machinery  
 is very high since the car parts are imported from abroad”. 
FGD with Battery Rickshaw drivers reveals that rainwater sometimes seeps into the 
motor and, occasionally, the battery itself during waterlogging. Excessive heat 
during summer raises the cost by frequent Tire and Tube repairs.   
 “During waterlogging, water enters the motor and/or battery leading to stop 
 page. There are electricity cuts during summer causing charging problems.  
 Driving the Rickshaw is difficult in hot weather; Tires get punctured more in  
 hot weather.” (Battery Rickshaw).
The substantial maintenance costs for the vehicles resulting from the effects of 
climate change were acknowledged by the TU representative of bus drivers. “Both 
the driver and owner of the bus are affected. Present climate conditions damage the 
transport parts. Transport repair costs increased yearly.” 
Ahsanur Rahman (Uber Biker) mentioned during case study as follows: 
 “In the summer, the tyres damaged due to excessive heat. A few years ago,  
 it was seen that I would drive a tyre for 2 years, whereas now, as the duration  
 of summer has increased, and I have to change tyre in 14 or 15 months. The  
 maintenance costs of Bike are a bit higher when the road is broken due to  
 waterlogging. During the rainy season, the chances of the machine’s parts  
 getting damaged are also higher. I have to wash it twice a week and it costs  
 around 100 to 200 taka per wash.
During case study with the CNG driver, Humayun Kabir described the situation as:
 “During waterlog, if water enters the plug that stops the CNG. Then, I need  
 to pull my CNG to the garage. Although the owner of CNG bears the mainte 
 nance cost, along with suffering, I lose my income. The owner only under  
 stands the deposit.”
4.1.4 Negative job performance score
The TU representatives of Uber (a platform-based transport service) drew attention 
to the negative impact of climate change on their professional lives. Only this appli-
cation-based transport service has the arrangement that the passenger can give a 
rating to the drivers after taking a ride. The spokesman of Uber claimed that the 
environmental challenges, like waterlogging after heavy rain, disrupt driver-passen-
ger relations and affect drivers’ professional ratings. According to FGD with Uber TU - 
 “Customer dissatisfaction is created.  For example, waterlogging occurs   
 when there is excess rain. Sometimes, we took a trip where 500 meters of  
 land is under water. I don't want to go down that road. When I go, the water  
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 turns inside my car’s engine. I don't want to go for fear of damaging machine  
 parts. On the other hand, the passenger wants to cross the road. Due to this,  
 the passengers have to get involved in arguments. This reduces the driver's  
 rating which also affects his professional life.”
Unfortunately, these ratings, though driven by external circumstances beyond the 
driver's control, can harm the driver’s professional standing and income stability. 
Thus, climate change affects the transport worker’s professional life.

4.2 Impact of climate change on the life and livelihood of the workers of the  
 informal economy 
4.2.1 Reduced income
Climate change significantly impacts informal transport workers' income, according 
to respective TU members. FGD with TUs particularly mentioned that the ‘exces-
sive-hot weather’ significantly impacts the livelihoods of transport workers. During 
summer, excessive heat puts additional physical strain on rickshaw pullers com-
pelled to reduce the number of trips and working hours to avoid health risks associ-
ated with extreme heat, resulting in a low income for the Rickshaw puller. FGD with 
Paddle Rickshaw - 
 “The rickshaw pullers can’t run the Rickshaw during the excessive-hot   
 weather. They compel to reduce the number of trips and cut off their working  
 hours, leading to a decrease in their income.”
Not only the rickshaw pullers but the whole transport sector in Bangladesh compels 
to decrease in work hours due to extreme weather leading to reduced income. 
Battery Rickshaw TU members during FGD mentioned, “The drivers are usually 
getting sick due to extreme weather that affects their income. They can’t drive as per 
their daily routine, which results in low income.” Similarly, Bus Driver TU explained 
this issue as, “Drivers get tired so quickly which reduces the number of trips result-
ing in low income and economic crisis for their families.” 
Case study participants claimed that climate hazards put livelihoods at risk, espe-
cially for informal transport workers who deal with unstable income, growing costs 
for cooling or auto repairs, and heightened health risks like heat stress and dehydra-
tion. 
 “It is more difficult in the hot season since I have to be outside a lot of the   
 time. But it is more difficult in the rain than the hot season, because when it  
 rains, riders or ride-share riders do not want to get on the bike. The income  
 also decreases as the trips decrease. I have to accept these problems and  
 do nothing.” (Ahsanur Alam, Uber Biker).

“The number of passengers was reduced due to cyclones, floods, and thunders  
 and then the income was also reduced. Water accumulates on the road.    
 The waste from the drain comes to the street.  I can't drive then. Now the   
 income for many motorbikes and private cars is very low.  No income as   
 before.” (Humayun Kabir, CNG Driver).
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For rickshaw pullers, extreme heat becomes another barrier, with passengers avoid-
ing travel under the scorching sun and drivers becoming fatigued quickly, reducing 
their working hours and income potential. 
 “When it gets very hot, the road also becomes hot, and we are getting tired  
 very soon. During the hot weather, the number of passengers decreases,   
 and the drivers also suffer a lot” (Rezaul Karim, Rickshaw Pullar). 
Climate change hazards, in general,  severely affect the income of the transport 
workers. However, the situation is different for car drivers.  Hosneara, a female car 
driver of BRAC, during case study, mentioned “The climate changes haven’t impact-
ed our work significantly. Even during storms and rain, we can work. The only 
difficulty is when not in trip we sit inside the car, can’t run the AC, and feels uncom-
fortable due to extreme heat.”
4.2.2 Unhealthy living place
Reduced income caused by climate change hazards adversely affected the housing 
of the transport worker:
“Due to climate change, income of Rickshaw pullers has reduced significantly lead-
ing to living in low-rent areas, especially in slums having negative impact on health.” 
(FGD with Paddle Rickshaw TU members). “Currently, due to climate change, the 
income of transport workers has decreased. To save costs, they have to look for 
low-cost housing, where the living conditions are very poor. For example, there is no 
provision for safe water. They cannot drink safe water in workplaces either” (KII 
Respondent from UNIDO Bangladesh). “Waterlogging is affecting workers in the 
transport sector a lot. As they are driving less, their income is decreasing. As a day 
laborer, the decrease in their income is directly affecting their economic condition. 
The difference in income, the lower income is directly affecting their housing. They 
can’t afford a better living place” (Consultation Meeting with different TU leaders).
CNG and Rickshaw drivers, during case study, mention that their home environment 
is not standard. The rickshaw pullers usually remain in the garage where the 
rickshaws are kept though in some extent they reside in better or another place. 
According to the respondents, the garage with many difficulties is not a better place 
to live.
 “The Rickshaw pullers mainly stay in the garage with rickshaws face so   
 many problems including bite of bedbug, unhygienic washroom, without fan,  
 etc. Additionally, people in the garage often use drugs.” (Rezaul Karim, Rick 
 shaw puller)
Humayun Kabir, a CNG driver exclaimed with sorrow that 
“Earlier the income was good, then I lived on the 4th floor of a flat house, now I live 
in a slum. It is a tin-shad room and very hot. My wife and children are suffering a lot. 
During summer, it feels so hot that they can't stay in the room, they have to come 
out. During rain, waist-deep water accumulates in front of the house. It is very 
difficult to go through the water then.” 
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It is worth mentioning that Uber Bikers and Car drivers live in better places as they 
can afford.
4.2.3 Increasing health hazards and medical cost
Informal transport sector workers confront serious health issues as a result of a 
climate hazards and a lack of health awareness. Regular exposure to excessive 
dust, carbon monoxide, and carbon dioxide causes major respiratory problems, 
including lung cancer, asthma, and COPD. 
 “Climate change directly affects the health of transport workers. Carbon   
 monoxide and Carbon dioxide directly cause them to degrade their health.  
 Moreover, they are not getting proper treatment, their health is continuously  
 degrading. They can’t survive in this occupation and are bound to leave their  

job. The owners of vehicles do not compensate them for anything. The workers  
even do not know that their health is being deteriorated.” (KII with ILO Representative).

The Paddle Rickshaw Puller TU members during FGD, in the same way mentioned, 
“The air is highly contaminated nowadays. As a result, drivers suffer from respiratory 
diseases. During the winter, a high density of fog in the early morning causes the 
cold to the puller.” Being low or no education, Rickshaw pullers do not have proper 
health knowledge. Sometimes they take unnecessary medicine that makes their 
health more critical. According to the TU members of Paddle Rickshaw, “The pullers 
usually eat the saline water without knowing the proper rules of taking saline. They 
sometimes drink too much saline water in a day or mix the saline powder in less 
water, severely affecting their health. It may cause death.”
FGD with Bus Driver TU members-
 “Bus drivers suffer from various health-related issues like tiredness, lack of  
 sleep, skin diseases, lung problems, heart diseases, virus diseases, etc.   
 Their physical condition has been worsening and their life span is reduced  
 by up to 15 years. Lung problems, such as asthma, chronic obstructive   
 pulmonary disease, or lung cancer have been increasing. Infections of the  
 airways, such as croup, bronchitis, pneumonia, flu, or even a cold also   
 increased. Bus drivers also having skin problems and suffer from allergy.”
In this regard, the UNIDO representative Bangladesh, during KII, mentioned that 
“Our air is much more polluted due to the amount of dust in the air which is not 
visible. The workers in our transport sector suffer from various respiratory-related 
problems and when it rains heavily, waterlog occurs, then the dross of drain mixes 
with the flood water which causes skin diseases like itching, allergy, and so on.”
KII respondent from BILS clarified “Climate change mainly impacted informal economy
workers livelihood, displacement, etc. Rickshaw pullers and bus workers are directly 
affected by heavy and unusual rainfall, water logging, and high temperatures. This 
is almost  same for platform workers, especially, platform workers engaged in food 
delivery and motorbike courier.”
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Findings from FGD and KII revealed that the health care expenses have been 
increased significantly to address the health problems caused by climate change 
hazards.
 “Drivers suffer from different health issues caused by dust and smoke. A   
 great portion of their income is used to bear the treatment cost. Moreover,  
 they don’t have access to adequate nutrition” (FGD with Uber TU).
CNG Driver Humayun Kabir, during case study mentioned-
 “I always have a cold, and my family members are always ill. I live in the heat  
 on the street, while at home my wife and children suffer in the heat because  
 I live in a slum and a tin-shade room. Cold, fever persists. One day wife, one  
 day son is sick, one day daughter is sick. In this way, the illness persists.”
Rickshaw puller Rezaul Karim, during case study-
 “I always have cold, cough, and fever. I also often get sudden headaches.  
 Yes, dust sometimes enters my nose, making breathing difficult, and loud   
 noises damage my hearing capacity.  Earlier, I didn’t need much medical   
 treatment, but now I have to go for treatment almost regularly.”
Case study with women in the transport worker revealed that they face unique chal-
lenges due to inadequate sanitation facilities. Many are forced to reduce water 
intake or hold their urine for long hours, leading to urinary tract infections (UTIs). 
According to Car driver Hosneara – 
 “The biggest problem is that we cannot drink enough water despite the   
 extreme heat. Because suitable washrooms are not available everywhere.  
 Even the scarce washrooms are so dirty it’s difficult to use. So, we drink less  
 water and often hold our urine for long periods. As a result, when I return   
 home at night, I experience a burning sensation during urination. Over time,  
 this leads to urinary tract infections, which have become a major health   
 issue. As a result, my medication expenses have increased.” 
Transport workers, due to their increased morbidity, require spending more money 
for medical purposes. Humayun Kabir, a CNG driver, claimed that he spends approxi-
mately 5000 BDT per month on treatment. Additionally, when workers fall ill, they 
experience a complete loss of income, further exacerbating their financial hardships. 
 “About 5000 BDT per month is spent on my treatment. The biggest problem  
 is that my family has no income when I get sick. I have to borrow money from  
 people to meet the medical expenses, otherwise, I collect instalments from  
 society, and then I pay it slowly.  There is nothing else to do.” (Humayun   
 Kabir, CNG Driver). 
4.2.4 Behavioral degradation
Transport workers experienced a humorous change in their behavior, which they 
claimed was due to the extreme weather conditions. As described by Battery Rick-
shaw TU members during FGD, “The drivers' temper becomes currish due to 
extreme heat.” 
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Bus TU members, during FGD, mentioned that “Transport workers’ mental health 
also deteriorates due to loss of patience, panic attack or anxiety.”
According to the consultancy meeting with different TU members-
 “Due to climate change, transport workers’ income has decreased, while   
 diseases have increased, many are economically affected and cannot afford  
 to live in better places, mostly living in slums. Due to these losses, they go  
 through emotional trauma, their temper becomes irritable, and they cannot  
 behave well with others. So, transport workers have lost their position of   
 respect in the society.”
Overall, the drivers of transport sectors, all agreed that their mental pressure has 
been continuously increasing. 
4.3 Green development initiatives and their implications for transport workers
4.3.1 Green development initiatives
Commencement of metro rail: A step to green development but not just transition:
The TU members of different transport sectors, the experts, participants of consultancy
meeting, and KII respondents, all mentioned ‘Metro Rail’ as a green development 
initiative. The TU members of Uber mentioned that "Government has implemented 
Metro Rail as a part of mass communication project. It is a green development project
in the transport sector." The KII respondent from ILO and the TU representative of 
Battery Rickshaw, on the other hand, claimed that no green development initiatives 
have ever been taken in Bangladesh to reduce the impact of climate change 
hazards in the transport sector. However, Metro Rail has started its journey in Ban-
gladesh taking under consideration of reduction of Traffic jam but not the climate 
resilience and not ensuring the just transition of transport workers. 
 “Many workers especially those involved in the transport sector have lost   
 their jobs due to the commencement of Metro Rail and the affected workers  

were not provided with any income opportunity, which proves the just transition  
 is ignored” (KII with BLF Official). 
Representatives of the Ministry of Labour and Employment also agreed with the 
statement of BLF. “Though Mero Rail consumes less energy and has a lower 
impact on climate, it negatively affects the workers’ job security in the transport 
sectors. Metro brings happiness to the commuters but the rickshaw pullers, bus 
drivers described this service as a threat that makes them more vulnerable to their 
occupation.” 
“Metro Rail's fuel supply is completely dependent on the uses of electricity that is not 
produced from solar energy but rather fossil fuel-dependent production. Metro Rail 
is not a complete green development initiative.” (KII with UNIDO Official). 
Tree plantation: Causing harm to transport workers: Uber TU members men-
tioned during FGD “City Corporation has taken an initiative for tree plantation.” But 
in the name of the tree plantation program, the authorities harmed the climate as 
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well as the transport workers. “City Corporation cut off the big trees along the road-
sides and put down the small size trees or flower plants which don’t provide any 
shade to transport workers that the big trees did provide. This beautification 
program caused more harm to the workers of the transport sector” (FGD with 
Paddle Rickshaw TU member). 
Enthusiasm for buying electric vehicles: Electric cars are comparatively less 
harmful to the climate, and they reduce the dependency on natural gas which emits 
a lot of carbon monoxide and Carbon dioxide, leading to global warming. “The 
government has taken a green initiative through the reduction of tax on Hybrid cars. The 
government has imposed a seventy-nine percent tax on Hybrid cars, and the rate of tax 
on gasoline cars is 160 percent. But people are not interested in buying the Hybrid 
car due to high maintenance cost” (Uber TU members).
Imposing Obligation of using CNG: Compressed Natural Gas (CNG) is more 
eco-friendly than gasoline and diesel. CNG reduces harmful emissions like carbon 
dioxide, carbon monoxide, and suspended particles. It also helps protect the envi-
ronment by reducing global warming. “Using the CNG in vehicles has been enforced 
by the government for few years” (TU members of Uber). 
However, BLF and ILO claimed that “no green development initiative is implement-
ed, but only a few advocacy programs and research have been done.” The battery 
rickshaw trade union leaders also claimed that “no authorities have taken any 
steps.”
Low fuel cost: Only the TU members of Uber explained that “We can buy CNG for 
half the price of gas, which has reduced our fuel consumption a lot. Due to lower fuel 
consumption, fares are lower than gas” (TU members of Uber).
“Due to conversion into CNG, some of the vehicles maintenance cost reduced” (TU 
members of Uber).
4.3.2 Employment opportunities created by green development initiatives in 
the transport sector
No employment opportunities have been created through the green development 
initiatives asserted by the TU members of transport sectors including Paddle and 
Battery Rickshaw and Bus. Instead, green development initiatives create challenges 
to employment opportunities.  
Reduction of the number of commuters: The TU members of Uber and Bus 
shared their experience as “Due to Metro Rail, almost ten percent passengers have 
reduced. The passengers usually get the opportunity to move very fast by using the 
Metro. But the transport workers have lost their income.”
Waste of working hours/inadequacy of CNG stations: TU members of Uber 
claimed that the drivers have to wait for a long of time to take fuel from a CNG station.
“We have to wait in a long queue to take CNG which shortens our working hours. 
Because the CNG station remains closed from 6 PM to 11 PM. This refill waiting 
time affects negatively our income” (FGD with Uber TU member).
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High maintenance cost in hybrid car: According to the FGD participants “The 
maintenance cost of a Hybrid car is very high. Bangladesh is not yet ready to accept 
the Hybrid car. There is a scarcity of Hybrid car workshops, and the engine parts of 
this new car are not available”.
4.4 Involvement of TUs to reduce the adverse effects of climate change in  
 transport sector
4.4.1 TU engagement
No involvement at all: The leaders of different trade unions mentioned that they 
have never been involved in these activities. Paddle Rickshaws and Battery Rick-
shaws, both admit that “They have no involvement in the reduction of climate 
change or green development initiatives” (TU members of Paddle Rickshaw and 
Battery Rikshaw).
“No discussion was held with the TU leaders of our sector regarding resettlement 
and establishment during metro rail construction. ITUC called for discussion, but no 
positive and effective result has been foreseen so far” (FGD with Bus TU members). 
The Ministry of Labor and Employment as well as City Corporation claimed, “No 
Trade Union never communicates with them in this concerned issue”. Only the TU 
members of Uber stated that “A tree plantation program had been implemented with 
the help of Ridesharing.”
4.4.2 Role of TU to reduce the adverse effects of climate change
Arrangement of awareness programs: “We can work in building awareness 
among the transport workers. For example: cleaning the road & everywhere around 
us. TUs can arrange a meeting with owners and drivers about the intermittent black 
smoke from vehicles. We can easily terminate this poisonous smoke by maintaining 
the engine regularly” (TU representatives of Uber). “Increasing awareness 
programs among the drivers. For example- arrangement of safe drinking water to 
the drivers during the hot weather condition” (TU Representatives of Battery Rick-
shaw). “The TU can arrange awareness programs to create awareness among the 
drivers” (TU representatives of Autorickshaw).
Discussion with Government: “We can discuss with the government to open CNG 
stations for 24 hours” (TU representatives of Uber).
Fund raising: “We can collect funds to cope with climate change” (TU representa-
tives of Uber). 
Arrangement of training: “The Trade Union can arrange training sessions to mini-
mize the rate of road accidents rate among the drivers” (TU representatives of 
Battery Rickshaw).
Economic assistance: “The Trade Union can economically assist the drivers in 
coping with climate resilience” (TU representatives of Battery Rickshaw). 
Claim of rights: “The Trade union can raise the rights to the Government or authori-
ty for sustainable jobs for the battery rickshaw puller” (TU representatives of Battery 
Rickshaw).
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4.5 Just transition and TUs in the transport sector 
Unfamiliar with the term just transition: All the participants in FGD from various 
Trade Union Members didn’t have any training on Just Transition. Even they did not 
hear the Just Transition term. 
Just transition overlooked: All TU members of various kinds of transport, during 
FGD, agreed “Just Transition is not ensured and completely ignored by the policy 
maker”. The participants in the consultant meeting also accepted this statement 
“No, Just Transition is not ensured.”
Role of TU in ensuring just transition in the transport sector: The TU members 
who participated in FGD acknowledged that they have no idea about the Just Transition. 
On the other hand, the participants in the consultancy meeting claimed that “The 
trade Unions had already participated in training on capacity building programs, 
Social Dialogue offered by the International Labour Organization (ILO). They 
mentioned some future work plans: Strengthening networking; and awareness-rais-
ing Programs like Campaigns, Poster distribution, etc.
4.6 Preparation of the TUs to address the climate change hazards by   
 ensuring just transition
No preparation: All FGD findings reveal that TUs lack of preparation regarding 
climate resilience. “We have no preparation to address the negative impact of 
climate change from the perspective of just transition among the transport workers.”
According to the minutes of the consultancy meeting, the finding is “TUs are not 
ready right now to ensure just transition regarding the mitigation of the negative 
impact of climate change. We have started it but still, the transport sector is informal.” 
4.7 Challenges of TUs to ensure green development ensuring just transition
4.7.1 Challenges of TUs
‘Just transition’ and ‘climate change’ comparatively new term: TU representa-
tive of the platform-based transport service name Uber conceded that the concept 
of just transition, and climate change are comparatively new term for them. They 
presented in this way “The workers are very much concerned about the accommo-
dations and have no chance to think about climate change. Even we do not know 
the challenges of trade unions regarding this issue” (Uber TU). The experts 
acknowledge that “this concept is very new for the Trade Union” (Participants of 
Consultancy meeting).
Lack of funds to play a role by TUs: FGD with Bus TU “Funding is one of the main 
concerns. So, fund management, distribution, and allocation are also important.”
Low participation of TU in policy making: TU Participation is missing in policy 
making. FGDs revealed “They have no direct participation with the government and 
policymakers.”
Difficulties in organizing informal transport workers: “Drivers are floating, so 
organizing them is very difficult. Workers' fear of organization work, and fear of 
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getting involved in lawsuits. Does not want to spend time aside from work. Although 
they agree on insistence, they forget later. Besides, rickshaw pullers are mostly 
illiterate so they are not aware of trade unions” (TU members from Paddle 
Rickshaw).
Overall challenging factors: Participants of Consultancy Meeting said, “How much 
we can be able to advocate with the government? Though green development has 
not been implemented transition is happening in the transport sector. So, our main 
concerns are guidance mechanisms, adaptation of social protection, lack of participation, 
etc. One researcher claimed that we have the capacity, but practice is missing.” One 
participant claimed that stakeholders, government, policymakers, and all the 
concerned authorities focus on RMG. Being an informal sector is the most concern-
ing challenge in the transport sector. The TUs are not effectively active in this sector 
but in only documented organizations. 
Existing Law or Policy to mitigate the negative impact of climate change: “The 
Labour Act 2006 and the Labour Rules (Amendment) 2022, provide equal status to 
all workers. There is no distinction between informal and formal. Only domestic 
workers are excluded from this labour law and everyone else is included in the 
labour law.  We have some limitations. But the government has no policy instrument 
apart from the law regarding just transition.”  (Government Experts from the partici-
pants of the consultancy meeting).
4.7.2 Suggested measures to be taken to face the challenges of climate   
 change while ensuring just transition
Most of the representatives of TU have no idea about green development, just tran-
sition and climate change implications.
Creating persistence for inclusion in policy formulation: “Trade Union can 
create pressure to include their representative in policy formulation” (TU representative
from Uber). 
Participants of the Consultancy meeting suggested the followings:
  Supportive Rules Formation;
  vInclusion of Decent Work and Sustainable Development;
  Ensuring participation in policy Formulation;
  Building awareness through social dialogue;
  Collaboration with International Convention. 

4.8 Recommendations to ensure Just Transition in the green development  
 process
4.8.1 Recommendations by the experts in Consultancy meetings, FGD, and KII
Draw the government's attention: “BILS can work as a catalyst in this aspect and 
should highlight the perspective of just transition” (Participants of the consultancy 
meeting).
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Inclusion of workers: “Workers have to engage with Trade Unions and the Government 
must facilitate the affected persons” (Participants of the consultancy meeting).
“Ensuring participation of transport workers with project implementation authority”
(TU members of Battery Rickshaw).
Inception to eco-friendly projects: “Increasing the eco-friendly projects in trans-
port sectors. For example - water transport around Dhaka city” (Participants of the 
consultancy meeting).
“Promoting by Labor Ministry ‘Paddle Rickshaw as eco-friendly’ because paddle 
rickshaw is not harmful to the climate change” (TU members of Paddle Rickshaw).
Recognition as a formal job sector: “Government should take the effective steps 
for the transport sector to turn informal sector to formal sector and also take under 
the social protection because the workers are always in a vulnerability to job loss”
(Participants of the consultancy meeting). 
“BRTA can provide the license to the puller of Battery Rickshaw” (TU members of 
Battery Rickshaw).
Implementation of law: “It’s very urgent to implement the labor law in the transport 
sector” (Participants of the consultancy meeting).
Ensure compensation: “The workers have to be ensured for compensation due to 
the negative impact of climate change on their livelihood through the amendment of 
the Labor Law” (Participants of the consultancy meeting).
Ensuring work rights: 
Health Services: “Health Ministry can take an initiative for ensuring better treatment 
to the workers with a low cost” (TU members of Battery Rickshaw).
“Proper treatment can be ensured for ricksha pullers in the hospital” (TU members 
of Paddle Rickshaw).
Social Protection: “Government should take all the workers in the transport sector 
under the social protection services like Life Insurance” (TU members of Battery 
Rickshaw).
4.9 Findings of KII (Respondents from BILS, ILO, BLF, UNIDO Bangladesh,  
 City Corporation, Ministry of Labor and Employment)
4.9.1 Status of implemented green development iInitiatives
No effective initiatives:  ILO, BLF, UNIDO Bangladesh, and Ministry of Labour and 
Employment, all organizations mentioned: “No green Development initiatives have 
been implemented in the transport sector.” 
Providing support service: Only BILS has taken some service-oriented activities.
 “BILS undertook a project targeted to rikshaw pullers to aware them of the  
 effects of climate change especially the effect of heat on their livelihood and  
 support them in organizing so that they can raise their voice. BILS also   
 works with the rikshaw owners for decent living accommodation for the   
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 rickshaw puller, a proper resting place in the rikshaw garage, and provide   
 clean water. BILS directly supply water to the rickshaw pullers during hot 
 days. Please note these are very small initiatives and are done consistently. 
 We need to do more” (BILS).
Waste-to-energy solutions for climate hazards: “About three thousand metric 
tons of waste is generated daily by Dhaka North City Corporation. These wastes are 
deposited in the Aminbazar Landfill every day. It should be noted that a lot of carbon 
dioxide, methane, propane, etc. gases are generated from these wastes which are 
a deadly threat to the environment. On December 1, 2021, 4 agreements were 
accomplished with China Machinery Engineering Corporation to generate electricity 
from waste. If this project is completed, it will be possible to generate about 42.5 
megawatts of electricity daily. In addition, the consultants have suggested that the 
amount of carbon emissions from the waste will be reduced by about 85%” (Dhaka 
North City Corporation). 
4.9.2 Role of concern organizations in promoting ‘just transition’ in   
 transport sectors
Not having any role: UNIDO Bangladesh doesn’t work for the workers of transport 
sectors but the other industries.
Research and advocacy: “BILS main work to build the capacity of Trade Unions so 
that they can work for the workers, BILS also initiate policy discussion support the 
TUs and other organizations for advocacy on the issue. BILS research the effect of 
just transition to the workers, support TUs to design the strategies for policy advoca-
cy and organize the vulnerable workers” (BILS).
Awareness building: “BLF has been playing only awareness building programs 
through dialogue, sessions, research, etc. in promoting just transition in transport 
workers. But BLF does have not any initiatives to upskill the workers.” (BLF)
“ILO has recently started just awareness programs in promoting just transition and 
also provided many pieces of training and skill development programs to the work-
ers but not the transport workers” (ILO).
4.9.3 Barriers in achieving just transition in the informal sectors
Unorganized and more informal sector: The transport sector is highly informal 
and unorganized, limiting its ability to collectively influence policymakers or negoti-
ate with owners for fair conditions. Without a centralized database or registration 
system for informal workers, it becomes difficult to track their numbers, needs, and 
contributions, limiting targeted support. 
“As they are not organized, they can’t influence the policymakers and press the 
owners for a just transition. There is an absence of a database and registration of 
informal sector workers.” (BILS)
“We usually ignore the informal sector but almost 80 percent of workers are still 
working in the informal sectors in Bangladesh” (Representative from BLF). 
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Limited mobility: The workers in the transport sector do not have other qualifica-
tions or skills to shift the profession or to seek better opportunities. “Mobility from 
one place to another in the profession is also a barrier” (BILS).
Lack of vulnerability assessments: “The absence of vulnerability assessment” is 
identified another barrier by the representative of BILS. The absence of systematic 
vulnerability assessments prevents policymakers from understanding the specific 
risks these workers face, particularly under climate change.
“Lack of data-driven resources is one of the main barriers to ensure Just Transition 
in the informal sector” (Representative from BLF).
Absence of required schemes and policies: Without policies or programs specifi-
cally addressing their needs, informal workers lack access to resources, training, or 
protections that could help them transition to more stable livelihoods. “Absence of a 
targeted scheme” for ensuring Just Transition in the transport sector is one of the 
main challenges identified by BILS. 
“Desire of proper initiatives should be raised by the Government and the target 
group, general workers in transport sectors. Authority has to make new policies to 
promote just transition.” (UNIDO Bangladesh).
Lack of job opportunities and skilled manpower: “A huge number of workers are 
involved in transport sectors, and it is impossible to ensure just transition due to lack 
of job opportunity. For example, the inception of electric vehicles has taken as a 
green development project in Bangladesh. The basic questions will be raised: is it 
affordable? Certainly, the maintenance cost will be high. To minimize the cost and 
operate the vehicle, we need skilled people. As a result, unskilled workers will lose 
their jobs, and it is highly challenging to replace unskilled workers in other job 
sectors. Then, ensuring just transition will be more difficult.” (ILO Representative)
UNIDO Bangladesh is also mentioned ‘lack of skilled manpower and advanced 
technology’ as the barrier in just transition in transport sector. The representative of 
UNIDO Bangladesh drew attention to ensuring just transition in transport sector by 
taking an initiative to make skilled workers.
“Most of our informal sector workers are unskilled, so to ensure a just transition, 
workers should be given technical education, and workers should be upskilled. 
Besides, a large number of job opportunities have to be created.” (Representative of 
BLF).
Absence of collaborative governance: “Lack of Public Private Partnership is a 
mentionable barrier to ensure Just Transition in transport sector workers. It is 
required to increase the involvement of NGOs with the Government as well as 
essential to discuss the concept at the national level” (Representative of BLF).
4.9.4 Plan of the concern organizations for green development ensuring just  
 transition
Planning not yet to commence: UNIDO Bangladesh alluded “They still have no 
planning of green development for transport workers but the RMG sector.” On the 
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other hand, the Ministry of Labour and Employment cited “We have no plan right 
now but if we get recommendations from the research of the Government or other 
organizations, we will consider it.”
“ILO has already started its engagement with the RMG concerning sustainability, 
green development, and climate resilience in the RMG sector. ILO has recently 
started focusing on transport workers considering the green development through 
Just Transition” (Representative of ILO).

Conducting research and formulation of TU position paper: “BILS is conducting 
a study on just transition and supporting TUs to prepare their joint position and 
formulate a strategy for advocacy and organizing. BILS will continue this work. 
Along with this, BILS has started to work with the platform workers.  Earlier BILS had 
nationwide activities with fisheries workers. Once we get the research findings, we 
will formulate a long-term and national program for the Just Transition. The informal 
workers will be part of the program.” (BILS, KII Respondent).
4.9.5 Prioritized factors in policy formulation to protect and support the 
informal economy regarding climate resilience
Formalization of informal labour economy: “A formal structure would assist in 
safeguarding their rights and creating valid documentation. Most of these workers 
are informal which is the main constraint” (BILS, KII Respondent).
“Providing formal recognition to the informal economy and ensuring access to the 
full benefits of formal employment. Because many people want to remain informal 
because formal organizations have to pay taxes and have many formalities” 
(UNIDO Bangladesh, KII Respondent).
Strengthening labor rights and job security: It should be focused on ensuring 
that labor rights, job security, and protections are extended to all workers through 
labour laws and policies. “The labourers should be under the labour law which will 
ensure their job security and other rights” (BILS, KII Respondent). “Government has 
to ensure the labour rights under considering ILO convention” (UNIDO Bangladesh, 
KII Respondent). 
Policy reform for inclusive labor protections: “Supportive mandate should be 
ensured in formulating national policy to protect the informal economy from the 
negative impact of climate change. Government support must be ensured.” (BLF, 
KII Respondent).
“The existing policies should be refurbished and labor rights should be included. 
Their roles should be defined properly as per the policy as the definitions are often 
confusing” (BILS, KII Respondent).
“Ensuring all types of protection including social protection, health protection is 
prioritized to protect and support the informal economy” (ILO, KII Respondent).
Ensuring feasibility before implementing green development projects: “If we 
want to put electric buses on the road now, will the drivers we have be able to drive 
them?  Or if they can't drive then where will we shift these drivers? And what about 
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the existing buses?  Will they become garbage? Regarding these issues, before 
implementing any project, we have to check the effectiveness and suitability of 
those projects” (BLF, KII Respondent).
Ensuring decent work: “Increasing the wage of the workers, decreasing the work-
ing hours, and ensuring the workers' rights” are the high priorities of the ILO to 
protect and support the informal economy. 
Taking joint initiatives: “Arrangement of Tripartite dialogue is required among the 
Workers, Government, and Employers under ILO. To take the initiative of green 
development, the Government should give a subsidy so that the owners do not need 
to bear the entire pressure".   (ILO, KII Respondent)
4.9.6 Supports provided by the organizations for the Development and   
 Implementation of suggested policies

Providing suggestions on policy amendment: “Providing suggestions to ensure 
compensation to the informal workers who are negatively affected by climate 
change. Their health is continuously degraded due to the current climate. ILO can 
provide consultation on wage policy. ILO can highlight distinctly the transport sector 
in national employment policy” (ILO, KII Respondent)
“BLF can participate in the national plan of action by addressing the issues.” (BLF, 
KII Respondent).
“The main purpose of the BILS is to help the concerned authorities and other stake-
holders to create, develop, and implement the policies.” (BILS, KII Respondent).
Provision of technical support: “ILO can provide technical support by researching 
how the workers reduce their productivity due to climate change.” (ILO, KII Respondent)
“BILS can conduct in-depth studies and identify the scopes, possible stakeholders 
and their roles, loops, holes, and possible development tactics.” (BILS, KII Respondent).
“BLF can conduct studies on this issue” (BLF, KII Respondent).
Raising fund: “ILO can work on raising funds because when we want to work with 
a beneficiary group, we require funds.” (ILO, KII Respondent)
Awareness and advocacy programs: “BILS can do continuous lobbying and 
advocacy as well as training and awareness programs at the field level which assist 
in policy formation.” (BILS, KII Respondent).
The Ministry of Labour and Employment declared that “Labour and Employment 
Ministry had no programs right now but we will consider the recommendations of 
this study. Department of Environment can play a vital role in climate change issues. 
Ministry of Finance can take the workers under social safety net programs.” (KII 
Respondent)
4.9.7 Specific actions at local, national, and international levels to ensure 
 just transition for the workers of the informal sector
Ensuring workers’ rights: “Aware of the worker’s rights and possible vulnerabilities
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so that they can understand their basic needs and rights. Advocate with the NGOs 
and INGOs to make them understand that this concept is used in policy formation 
and implementation. ILO and other international bodies should monitor and enforce 
their member countries to implement the existing labor rights and develop as per the 
requirements. Also, they can take some major initiatives for workers’ benefit.” (BILS, 
KII Respondents). 
“Laws must be enforced to ensure worker’s rights” (UNIDO Bangladesh).
Phased approach to just transition: “A group of people controls the transport 
sector and it is impossible to ensure Just Transition overnight and it is a process. It 
can be ensured step by step. When the Pilot project attains success, the process 
should be continued.” (UNIDO Bangladesh).
Collaboration among organizations: “UNDP is interested in working with the informal 
workers. The Department of Environment also works to protect the environment. 
UNIDO Bangladesh works for sustainable development.” (ILO, KII Respondent).
Awareness building programs: “We have to concentrate on changing the behavioral
pattern of the people. It is required to focus on ensuring public realization about 
climate resilience and just transition. From childhood, our generation is given learning to 
protect our environment through socialization.” (UNIDO Bangladesh).
4.9.8 Role of TUs in advocating for the rights and welfare of informal sector  
 workers
Tripartite Consultative Council (TCC): “Most of the TU are not aware of the 
climate change issues, they understand the pollution and the health problems. TCC 
(Tripartite Consultative Council) can discuss and work for policy formation regarding 
these issues. At the local level, transport workers should be aware of these issues 
and their rights and responsibilities.” (BILS, KII Respondents). 
“Trade Union can discuss green job, green development with government or other 
donor partner to ensure just transition to the workers in the informal sector” (ILO, KII 
Respondent).
Having a position paper: “Trade unions should have position papers. Besides, 
trade unions can hold a dialogue with employers and workers every three months. 
Mapping Dhaka city to reduce climate change damage because not all areas are 
equally affected. The extent of damage varies from area to area.” (ILO, KII Respondent).
“Trade Union should prepare a mandate regarding climate change implications and 
Just Transition.” (BLF, KII Respondent).
Giving priority on worker’s wellbeing: “Trade union members should have a 
mindset of working for workers’ welfare.  If the Trade Unions work for political inter-
ests, if they work for personal interests, then they fail to protect the interests of the 
workers.  The power of TU should be exercised for good cause but not for ill cause.”
(UNIDO Bangladesh). The representative of BLF also agreed with this statement 
and stated “Trade Union should change their mindset and behavioral change. TU 
usually works only for the wage and some rights.”
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Involvement of youth leaders: “Trade Union should involve the young trade 
unionist.” (BLF).
4.9.9 Challenges of TUs in organizing and supporting the workers in the 
 informal economy identified by ILO, BLF, BILS, UNIDO Bangladesh
Unconscious workers: “No proper appointment letters which makes it difficult to 
identify the exact number of transport workers. The people have no proper ideas 
about climate vulnerabilities. As informally, the workers are unable to claim their 
basic needs and rights. Without the proper database, organizing them is quite 
difficult to implement their policy rights.” (BILS, KII Respondent)
Lack of knowledge: “Most of the Trade Unions don’t have enough knowledge on 
various aspects. The activists only know the labor law but are unacquainted with the 
world trends, and new terminologies such as Just Transition. They have no institu-
tional plans for the wellbeing of the workers” (BLF, KII Respondent).
ILO representative pointed out that “the trade unions do not have the required 
capacity to support the informal economy”.
Not having unity among the TUs: “All the Trade Unions are not united and they do 
not take any initiatives as a whole but every Unions has a different mandate. The 
Trade Union in Bangladesh holds the European mind but not so united as the Ameri-
can mind.” (BLF, KII Respondent).
UNIDO Bangladesh also mentioned “Differentiation among the trade unions regard-
ing political ideology is one of the main challenges for the trade union to organize 
and support the informal sector.”
Lack of ethical standards: “The members of TU mainly work with an ill motive. 
The top leaders of a Union try to achieve their personal goals. They do not usually 
think about the workers’ interests. For example- when an accident occurred, all the 
trade union members are united but not for justice.” (UNIDO Bangladesh, KII 
Respondents).
Lower participation of youth activists: “Trade Unions have a lack of young activ-
ists. The young generation is acknowledged with trending issues. Their involvement 
is ensured in the discussion.” (ILO, KII Respondent).
4.9.10 Role of the concerned Organization to overcome the TU’s challenges
Providing technical support: “The ILO can offer technical support to raise aware-
ness through discussions, conferences, and other initiatives, enabling the Trade 
Union to develop a comprehensive position paper. ILO is trying to take the initiative 
to engage the TU in Just Transition acceleration, job protection, decent work, and so 
on.” (ILO, KII Representative). 

“BLF can provide catalyst support to the Trade Union for the capacity development 
to promote Just Transition. We can identify the operational mistakes of the trade 
union.” (BLF, KII Respondent).
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Awareness programs and training: “We can raise awareness of the TUs and 
provide necessary training programs. During policy implementation and formation, 
BILS can assist the TUs with essential documents and other information. Moreover, 
we can raise awareness and prepare field-level works on climate change, green 
development, and just transition, as well as overcome the constraints.” (BILS, KII 
Respondent)
  Vehicles should ply on roads in such a way that carbon emissions are 

         reduced.
  Old and outdated vehicles that emit black smoke should be banned.
  Regular medical checkups should be arranged.
  Masks must be worn during work.
  Environment friendly green fuel should be used.

4.9.11 Role of city corporation to reduce the negative impact of climate change
“Decarbonization is one of the objectives of the transport sector in the climate action 
plan of the transport sector of Dhaka North City Corporation. Through decarbonization, 
the negative impact of climate change on workers in the transport sector will be 
greatly reduced. However, decarbonization cannot be accomplished in a short 
period. Mobilization should be brought slowly, and the strategy should be implemented
through other departments of the government. Enough environmentally friendly 
trees should be planted in Dhaka City. It should be noted that the environment 
department of the city corporation is doing the work of planting trees regularly.”
(DNCC, KII Respondent)
The old cars, more than 20 years,  should be declared unfit for use and banned from 
the roads. Moreover, workers should refrain from driving these old vehicles considering
their health.
The City Corporation and labor unions will negotiate with the owners to resolve the 
same. If necessary, city transport services should be run through a single organization
(e.g., BRTC) in the state.
Regular health checkups and nutritious meals should be provided to the workers. 
Special incentives should be provided in this regard.
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5.1. Strengthen awareness and capacity building among workers
5.1.1 Enhance climate literacy
   Launch nationwide awareness campaigns to educate informal transport   
 workers on the impacts of climate change and its direct implications on their  
 livelihoods.
   Collaborate with NGOs, trade unions (TUs), and government bodies to   
 disseminate knowledge about climate risks, green technologies, and   
 sustainable practices.
   Utilize multimedia channels, including radio, mobile apps, and posters, to   
 reach workers in both urban and semi-urban settings.
5.1.2 Capacity development
   Implement skill development programs that train workers in adapting to   

green technologies, such as electric vehicle (EV) maintenance and operations.
   Organize hands-on workshops and on-the-job training for workers transitioning
 to newer, sustainable transport models.
   Introduce literacy programs for less-educated workers to enhance their 
 employability in a green economy.
5.1.3 Labor rights awareness
   Conduct seminars and focus groups to educate workers about their labor 

rights, the concept of just transition, and the importance of union participation.
   Develop user-friendly materials, including pamphlets and short videos, to 
 simplify complex labor laws and rights.
5.2. Promote inclusive and adaptive infrastructure development
5.2.1 Climate-resilient infrastructure
   Invest in infrastructure that mitigates the impact of extreme weather conditions, 
 such as shaded rest areas, well-maintained drainage systems, and flood-re
 sistant roads.
   Build water stations and cooling shelters at key transport hubs to protect 
 workers from heatwaves and dehydration.
5.2.2 Green transportation facilities
   Establish accessible EV charging stations across Dhaka City to encourage 
 the adoption of electric vehicles.
   Provide subsidies or low-interest loans for workers to transition from 
 fossil-fuel-based vehicles to environmentally friendly options.

75

   Promote hybrid or alternative-fuel vehicles as an interim solution for workers 
 unable to transition immediately to EVs.

5.2.3 Health and safety infrastructure
   Ensure affordable and accessible healthcare facilities near major transport 
 hubs to address workers' exposure to heat stress and pollution.
   Distribute subsidized protective gear such as heat-resistant uniforms, 
 helmets, and masks to enhance safety and comfort.
5.3.  Foster institutional and policy support
5.3.1 Integrate informal workers into national policies
   Develop inclusive policies that formally recognize the contributions of informal
 transport workers to urban mobility and economic growth.
   Establish a database to register informal workers and their specific needs, 
 ensuring their inclusion in policy planning and implementation.
5.3.2 Just transition frameworks
   Create a comprehensive framework to guide the shift to greener practices 
 while safeguarding workers' rights and livelihoods.
   Include provisions for employment protection, reskilling programs, and financial 
 assistance for displaced workers.
5.3.3 Expand social safety nets
   Introduce health insurance schemes, pension plans, and unemployment 
 benefits tailored to the needs of informal workers.
   Provide emergency financial assistance during climate-related disruptions, 
 such as prolonged flooding or heatwaves.
5.4.  Trade union engagement and empowerment
5.4.1 Strengthen trade union advocacy
   Support trade unions in advocating for workers' rights in policy discussions 
 related to climate resilience and green transitions.
   Build the capacity of TUs through training and resources to effectively repre
 sent informal workers in negotiations.
5.4.2 Collaboration and partnerships
   Foster partnerships between TUs, government bodies, NGOs, and private 
 sector stakeholders to develop integrated solutions for climate adaptation.
   Facilitate joint initiatives, such as green development programs and 
 research studies, to align efforts across sectors.
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5.4.3 Data-driven advocacy
   Establish monitoring systems to collect data on the socio-economic impacts 
 of climate change on informal workers.
   Use this data to advocate for targeted interventions, including infrastructure 
 development and financial support.
5.5. International cooperation and knowledge sharing
5.5.1 Global partnerships
   Collaborate with international organizations, such as the ILO and UN, to 
 secure technical expertise and funding for climate resilience projects.
   Advocate for international climate finance mechanisms to allocate resources 
 specifically for informal sector adaptation.
5.5.2 Adopt best practices
   Learn from successful just transition models implemented globally, particularly 
 in urban transport sectors.
   Adapt these practices to Bangladesh’s socio-economic context while prioritizing 
 inclusivity and sustainability.
5.5.3 Regional alliances
   Form alliances with neighboring countries facing similar challenges to 
 promote regional solutions and share resources.
   Participate in regional forums to discuss cross-border climate resilience 
 strategies.
5.6.  Long-term strategic goals
5.6.1 Formalization of informal economy
   Gradually formalize informal transport work to provide workers with access 
 to legal protections and social benefits.
   Encourage partnerships between informal workers and formal institutions to 
 ease the transition.
5.6.2 Reskilling for emerging green jobs
   Establish dedicated reskilling centers that prepare workers for roles in EV 
 manufacturing, repair, and operation.
   Develop training curricula in collaboration with industry experts to ensure 
 relevance to future job markets.
5.6.3 Sustainable funding mechanisms
   Create a dedicated fund for climate adaptation and green development in 
 the informal transport sector.
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   Pool resources from government budgets, private sector investments, and 
 international aid to ensure long-term sustainability.
5.6.4 Community-led initiatives
   Empower local communities to participate in climate adaptation planning 
 and implementation.
   Support worker-led cooperatives to enhance collective resilience and 
 bargaining power.
5.7 Conclusion and way forward
Trade unions are pivotal in ensuring that the transition to a greener transport sector 
is equitable and inclusive. By advocating for labor rights, fostering worker awareness,
and collaborating with stakeholders, TUs can secure the future of informal transport 
workers in Dhaka against the dual challenges of climate change and economic 
transition.
Immediate actions, such as awareness campaigns and infrastructure investments, 
combined with long-term strategies like formalization and reskilling, will secure 
sustainable livelihoods for these workers. Trade unions must lead the charge in 
building a resilient, fair, and sustainable transport ecosystem in Dhaka City.
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